









VOLUME LVIII 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 





Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 


Keep politics out of rate-making. 


A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 


Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. } 


An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A CHANCE FOR SOME BACKBONE 


T is to be hoped that there is sufficient merit in the 
position of the Chicago Great Western Railroad in 
refusing to pay the wage claim of men who are now 
threatening a strike, to induce the federal court, under 
which the trustees of the railroad are functioning, not 
to order it paid, so that there may be a test of right 
against strike, of orderly process against arbitrary de- 
mands with satisfaction enforced by a club. Too long 
have railroads yielded supinely to this kind of force, 
regardless of the merits of the issues involved, the 
reply always being, when it is suggested that they show 
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a little spirit; “If we don’t yield, there will be a strike.” 
Well, here seem to be some railroad executives who are 
willing to incur a strike in the interest of what they 
believe to be fairness and justice. We hope they will 
have an opportunity to go through with it and that 
they will win, in order that they may be an example 
to their spineless brothers in the same business. 

We say this without assuming to pass on the merits 
of the claim itself; the railroad side of it seems right 
to us, but we do not pose as experts and do not assume 
to pass on the validity of union rules and the techni- 
calities of their observance. We say it because we are 
in favor of orderly procedure, not the successful use of 
a club, and the men are refusing to take the orderly 
way. Their claim, approved by the National Railroad 
Adjustment Board—which generally decides in favor 
of the men because railroad members of it are so timid 
—is denied by the railroad management; their recourse 
is that of anyone else who has a claim that is not paid 
—resort to the courts. But they will not take that 
method. They never do. They threaten a strike and 
then the terrified railroads yield. Seldom do they have 
to carry out their threats. We hope they will have a 
chance to do so in this case—though, perhaps, they 
will be enjoined from doing so. Such an injunction 
would seem to be in order from a court that had held 
invalid the claim they were trying to collect—as we 
hope it will hold, ., 

Men certainly have a right to organize in unions 
and even to strike to enforce their just demands, but 
when their demands are unjust and they refuse to 
take advantage of the method set up by law to admin- 
ister justice—the courts—they ought not to win and 
they will not win. By such methods they only bring 
their cause into disrepute; they are ignoring the very 
source of justice that it ought to be their great desire 
to maintain. If the courts are not in the interest and 
for the protection of injured persons, then what are 
they for? The answer in this case is that they are for 
that purpose, and that is why the men are ignoring 
them; the men want, not justice, but to “put over” a 
claim for something to which they are not entitled. Is 
it fair, for instance, or anything but insane, that, what- 
ever the technicalities of rules that might be construed 
to order it, a man should have twenty hours’ pay for 
doing eight hours’ work? CULL LIBRARY 
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GETTING BUSINESS FOR THE RAILROADS 


HE immediate pressing problem for the railroads 

is how to get more business; to be more specific, in 
view of the fact that the railroads cannot compel a gen- 
eral increase in business, their problem is how to win 
traffic from their competitors. Let us for a moment 
confine ourselves to the passenger phase of that 
problem. 

The great competitor of the railroad in this re- 
spect is the private automobile. There is no way of 
suppressing it and no sound reason for doing so even 
if it were possible. The automobile is a development 
of modern life entitled to the place it occupies. If, in 
its operation, it inevitably takes so much business from 
the railroads that they cannot make money in the car- 
riage of passengers, then they must go out of that busi- 
ness to the extent necessary, and confine their efforts 
to the part of the business they can get. There are 
thousands of persons who seldom use trains and other 
thousands—especially young persons—who travel more 
or less, who have probably never been on a train. The 
reason is that they use their automobiles, believing that 
method cheaper, or more pleasant, or more convenient 
—or all three—than to use the trains. The problem, 
then, is to get this business. 

We are fully aware—none more so—of the splen- 
did things many railroads have done on many of their 
trains in the way of higher speed, more luxurious ac- 
commodations (such as precooling and air-condition- 
ing), and added safety, and the reductions that have 
been made by all railroads in rates of fare. With these 
things known to the public, the tendency must be to 
acquire business for the railroads from those who now 
prefer to travel by automobile and, as they increase 
and become better known, railroad traffic will increas- 
ingly benefit. That is fundamental. The problem of 
the railroads, then, in this respect, is, first, to make all 
the improvements possible and reduce fares as low as 
possible, provided business is not done at a loss, and, 
second, to make these things known as widely and gen- 
erally as possible. 


But there is one phase of the matter that is more 
or less overlooked. That is that these improvements 
in service must be general. We have said that, outside 
of the low fares, they are confined to some trains on 
some roads, and that is true. Of course, the publicity 
that these improvements by individual roads in certain 
sections or on certain trains receive redounds to the 
benefit of all the railroads; but it is equally true that 
unsatisfactory service on other roads reflects on all of 
them. One who has a disagreeable experience on a 
train—especially if he is a new convert to train travel 
or is just trying it out in comparison with his automo- 
bile—does not generally reason that it is just this one 
road, or this one train, or this one employe that is to 
blame; his reaction is against train travel. 

A specific case in point: Recently an old gentle- 
man in his eighties for whom his friends desired to 
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make his trip as comfortable as possible, boarded a 
train for a few hours’ daylight journey. The friend 
who bought his ticket for him was asked by the ticket 
seller: “Day coach or Pullman?” “I want a seat in the 
parlor car,” was the reply, whereupon the ticket seller 
gave him a ticket and a coupon good for a seat. He 
supposed he had a seat in a parlor car. That is what 
he had asked for. But when he took the old gentle- 
man into the train he found he had a fourth of a sec- 
tion in a Pullman car, already occupied by two irate 
women who had been similarly deceived. The travelers 
could have made their journey much more comfortably 
in the day coach, to say nothing of the saving in ex- 
pense. The point here is, first, that the railroad ought 
to have had parlor car equipment on the train (it for- 
merly had), and, second, that, if it did not have that 
equipment, the ticket seller should have said so. 


That is the point with respect to that particular 
road. The point in general is that the program for 
comfortable travel accommodations ought, in order to 
make it effective in the campaign as a whole, to be fol- 
lowed by all railroads at all times. To the extent that 
some of them fail, the others have their expense, their 
trouble, and their enterprise for nothing. As we see it, 
it is the railroads as an institution that are suffering 
and as an institution they ought to see their predica- 
ment and remedy it. There is no way of forcing re- 
calcitrant roads to sane courses, to be sure, but this 
kind of recalcitrancy ought by this time to be out of 
the picture; it has been and is responsible foi many 
of the troubles of the railroads in this and other phases 
of their business. 


REDUCTION OF GRADE CROSSINGS 


Fewer highway-railroad grade crossings were in existence 
on January 1, this year, than on any similar date in the past 
ten years, according to the Association of American Railroads. 


On January 1, 1936, there were 234,231 highway-railroad 
grade crossings, a reduction of 8,578 compared with the num- 
ber that existed on January 1, 1930, when there were 242,809, 
the greatest number of record. Since 1930 there has been a 
gradual reduction each year in the number of highway grade 
crossings. 


Part of this reduction in recent years can be attributed 
to the program adopted by the government calling for the use 
of federal funds for the elimination of highway-railroad grade 
crossings as a means of promoting unemployment relief. Since 
1933, 2,668 highway-railroad grade crossings either have been 
or will be eliminated in the near future. The Bureau of Public 
Roads of the Department of Agriculture estimates that by the 
time the present program has been completed, more than 3,000 
grade crossings will have been eliminated. Part of this work 
has been brought about by funds provided in the public works 
act of 1933 and the Hayden-Cartwright act while the emergency 
relief appropriation act of 1935 specifically set aside $200,000,000 
to be used for the elimination.of hazards to life at grade 
crossings. From funds provided in the public works and the 
Hayden-Cartwright acts, 714 grade crossing separation projects 
have been undertaken, while from the $200,000,000 appropriated 
in the emergency relief appropriation act of 1935, 1,699 highway- 
railroad grade crossing projects either have been competed, 
are now under construction or are to be constructed under plans 
already approved by the Bureau of Public Roads. In addition, 
federal funds are also being used for the installation of flashing 
lights and other protective devices at 868 additional grade 
crossings. 
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Current Topics in 
Washington 


OOo Oo9 Oo Ooo Oo Oo > 





In the anterooms, while not ex- 
citing but necessary witnesses occupy 
the time, attorneys before the Com- 
mussion refresh themselves with gos- 
sip and reminiscences. H. H. Lari- 
more, of the Missouri Pacific’s legal 
staff, a few days ago, told facts about a damage suit coming 
within his knowledge, that for seeming unreality, could not be 
exceeded. 

Parents of a fireman sued the railroad for damages on 
account of his death. They sued although the son had run 
away from St. Louis to South Africa years before his death. 
They only heard of him when he was reported as having been 
killed. The engine on which he was working left the rails 
and crashed, because it was going too fast to take the curve 
on which the wreck took place. 

At the trial it was brought out that the dead fireman was 
running the engine at the time. Why the engineer had allowed 
him to run it could not be learned because the engine man 
had also been killed. One of the trainmen testified that he 
had noticed that the train was approaching the curve at too 
great speed for safety. But he reached for the automatic brake 
too late. The parents were, therefore, suing for damages on 
account of the death of a son who had charge of the engine 
when the curve was taken at too high a speed for safety. 


But the most amazing fact developed in the trial was that 
the son, for several years, had lived in the same block with 
his parents. They did not know of that fact or the fact that 
he had come back from South Africa whence he had gone 
years before. He had not married, hence his parents could 
claim damages. 


Larimore Knows a 
Fact That Shames 
Fiction for Weakness 





It is natural for this generation 
to say that the questions before the 
Supreme Court of the United States 
at the term begun this week are the 
Court Justices most important ever known. Every 

preceding generation has _ probably 
made a like observation. That fact, however, cannot minimize 
the complexity of cases before the court, be their number great 
or small. The less a man knows about the direct and col- 
lateral issues in each of ten admittedly big cases now pending, 
the easier he thinks is the work of the court. The man who 
has any appreciation of the complexity of all constitutional 
questions will allow his sympathies to go out to each of the 
nine justices. 

Of one thing the justices are well informed; that is that, 
no matter how they dispose of the issues, each decision will 
bring a storm of criticism from the well informed and abuse 
from emotional uninformed men. So small a minority of the 
people seems to realize that the sole duty of a judge is to say 
what the law was at the time the controversy before him arose. 
If he allows his opinion as to what would be good for the 
land, or what the law should be, to influence him, he is not 
a true judge, but an advocate whose place should be in front 
of and not on the bench. As a citizen, a justice may believe 
that it would be well for the country to have a Congress com- 
posed of but one chamber. Yet, if he allowed his belief ‘to sway 
him in passing on a statute looking toward the starving to 
death of one or the other of the two chambers, he would not 
be a righteous judge. 


The court, it may be submitted, has no right, much less 
duty, to consider whether the AAA, the National Labor Rela- 
tions statute, or the railroad retirement act is for the good 
or hurt of the country. The question is whether the people 
of the country, when they ratified the Constitution, adopted a 
document that authorizes Congress to enact legislation of the 
Sort under review for what it deems to be the welfare of the 
country. It is not its duty even to say that, if the people de- 
Sire the sort of legislation that may be held to be invalid 
because not within the four corners of the Constitution, they 
Should change the Constitution. Giving of advice is not with- 
in the scope of the Supreme Court’s authority. 

Naturally, being human, justices probably have given ad- 


Much Work for the 
Elderly Supreme 
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vice in their written opinions. It may be admitted, as alleged 
by the late Justice Holmes, that the court has done some 
interstitial legislating—that is, provided legislation that has 
filled up the narrow gaps left open by Congress. Every time 
it has departed from the confines of its authority it has heard 
from those who are jealous of the courts and desire that they 
keep themselves on the judicial side of the fence. They have 
told it to allow statutemakers and executives to perform their 
duties without advice or help beyond help and advice afforded 
by a clear declaration of what the law was at the time the 
controversy arose. 

If the makers of the Constitution had desired a government 
in which the legislative branch should be supreme, all they 
needed to have done was to have adopted the English form. 
But they did not want that sort. They wanted one in which 
both the legislative and executive branches would be told 
by an independent judiciary what fundamental laws had been 
enacted by the people, by the ratification of the Constitution 
in conventions called for that purpose, for observance by their 
servants, the Congress of the United States and the Presi- 
dent of the United States. 


Yet when the court, as may be expected, finds that one 
or more of the recently enacted statutes wander in fields not 
open to them, there will be howls that the judges are not pro- 
gressive and not alive to the needs of a population living under 
the conditions of today. And all jeers and groans will ascend 
notwithstanding that the objectors were told by the court, 
more than a year ago, that the things they desired could not 
be had unless they, as the people, changed the fundamental 
law put into effect in 1789. The objecting will be in face of 
the fact that that fundamental law, so far as liquor is con- 
cerned, has been changed twice within twenty years. 


Limitations on the right of contract 
placed by law are many. But two moves 
by the government just made raise the ques- 
tion whether the limitations include prohibi- 
tions against meat packers making exclusive 
contracts to furnish meats and food products 
for ships and forbid the making of an exclusive contract be- 
tween a railroad and the Western Union under which that 
telegraph company has the sole right to do the telegraph 
business on the New Haven Railroad. 

The packers must answer under the law administered by 
the Secretary of Agriculture. The Western Union and the 
New Haven must answer under the law administered by the 
Federal Communications Commission. In substance, the query 
in each case is whether the makers of such contracts may 
lawfully make bargains believed by each to be beneficial to it 
in their business dealings. In common parlance, each contract 
is a bargain whereby each party expects to advance its interest 
by excluding others from participation in the business to be 
done for each other. In a way of speaking, each of the parties 
is buying tonnage or volume of business from the other at 
rates seemingly satisfactory to each. 

Ships, railroads and telegraph companies, admittedly, are 
common carriers, their business being affected with a public 
interest. In the act administered by the Secretary of Agricul- 
ture, the big packers are treated in some respects as if they 
were conducting a business affected with a public interest. 
Businesses of that sort have more limitations on their right 
of contract than individuals and companies conducting busi- 
nesses not generally claimed to be affected with a public 
interest. 

It is believed to be safe to’ assume that, if the adminis- 
trative officers of the government decide against the respondents 
in the proceedings mentioned, they will go to court for a 
judicial determination of whether the law places a limit on 
their right of contract in the particulars specified in the pro- 
ceedings mentioned. 


Limitations 
on the Right 
of Contract 


When a small autogiro squatted 
down in a small park at the front door 
of the Department of Commerce this 
week, the time when a man will have 
an air machine for use within a city was brought nearer. This 
autogiro, promoted by the Bureau of Air Commerce of the 
Department of Commerce, with its “wings’”—technically its 
rotors—folded back, can be used on the road as an automobile, 
but it is not yet a substitute for the automobile. It needs 
room for getting up into the air which the ordinary city street 
does not now afford—something less than 150 feet. 

But that’s no reason for saying that the day when a man 
will fly to and from his work as easily as he now rolls along 
in his automobile will not come. Steam road vehicles pointed 


Small Airplane 
Surely on the Way 
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the way for the coming of the internal combustion engine in 
an automobile, though the coming was not until years later. 

Over in Czechoslovakia, once the easily written and spoken 
Bohemia, according to a report from Commercial Attache J. B. 
Smith, at Prague, a manufacturer has made a small airplane, 
called the “Praha Air Baby,” that is so good that the manu- 
facturer has sold a license to French people to manufacture 
it. That is in addition to a British license under which it is 
reported 1,000 will be built in the next three years. While the 
autogiro delivered to the Bureau of Air Commerce is reported 
to have a maximum speed of 90 miles an hour, nothing is said 
about the speed of the Bohemian air baby. 

In the interest of flying that is going on now without wait- 
ing for autogiros or air babies, the Bureau of Air Commerce 
has launched a program with a view to having a roof air marker 
installed in every city, town, or village not already fitted with 
such a guide for the flying machine. Efforts to have roof 
markers painted along the scheduled air ways have long been 
made and have succeeded to a large extent. 

What is now being undertaken is the marking of roofs 
off the air lanes for the benefit of flying machines that are off 
their course—lost, to put the fact bluntly. The Bureau of Air 
Commerce says a roof may be properly marked at a cost not 
exceeding $60, requiring not more than five gallons of paint 
and the work of two men for a few hours. The bureau is 
urging all communities to provide markers and is asking local 
organizations to bring up the subject at their meetings. 
—A. E. H. 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 3 totaled 
819,126 cars—12,056, or 1.5 per cent, above the preceding week, 
113,152, or 16 per cent, above the corresponding week last year, 
and 186.720, or 29.5 per cent, above the corresponding 1934 
week. Miscellaneous totaled 332,380; merchandise, 172,632; 
coal, 158,457; coke, 10,616; grain and products, 31,876; live 
stock, 20,519; forest products, 34,781; ore, 57,865. 

Railroads the week ended September 26 loaded 807.070 
cars of revenue freight (see Traffic World, Oct. 3). according 
to the Association of American Railroads. All districts re- 
ported increases, compared with the corresponding week in 
1935 and 1934. 

Loading of revenue freight in 1936 compared with the two 
prev‘ous years follow: 


1936 1935 1934 

Ue ef, re eee 2,353,111 2,169,146 2.183.081 
5 weeks in February ............... 3,135,118 2,927,453 2,920,192 
Se. eer ree 2,418,985 2,408,319 2,461,895 
ees Th AOE nace cscs cer svesvis 2,544,843 2,302,101 2,340,460 
a GU Brrr ere 3,351,801 2,887,975 3,026,021 
eG Oe es 2,787,012 2,465,735 2,504,974 
OT os ocr cision» saben 2,825,547 2,224,872 2,351,015 
ee ees ee 3,701,056 3,098,001 3,072,864 
SE ere 764,680 591,941 563,883 
NS Ee er er 699,859 699,786 647,485 
_,. 2 4 Se Brrr re sc 789,510 706,820 644,498 
a eee eee 807,070 629,935 646,084 

DE Kah Soc pehueiuriaseen ues cen 26,178,592 23,112,084 23,362,452 


Revenue freight loading by districts the week ended Sep- 
tember 26 and for the corresponding period last year was 
reported as follows: ) 


Eastern district: Grain and grain products, 6,102 and 5,746; live 
stock, 1,215 and 1,129; coal, 29,445 and 25,547; coke, 2,360 and 1,700; 
forest products, 1,757 and 1,700; ore, 4,330 and 2,549; merchandise, L. 
Cc. L., 44,016 and 43,108; miscellaneous, 69,717 and 60,248; total, 1936, 
158,942; 1935, 141,727; 1934, 133,154. 
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Allegheny district: Grain and grain products, 3,330 and 3,199; 
live stock, 982 and 1,099; coal, 34,693 and 14,682; coke, 4,663 and 2,534; 
forest products, 1,582 and 1,249; ore, 12,565 and 6,451; merchandise, 
L. C. L., 31,057 and 32,021; miscellaneous, 73,209 and 53,617; total, 1936, 
162,081; 1935, 114,852; 1934, 114,808. 

Pocahontas district: Grain and grain products, 216 and 304; live 
stock, 330 and 265; coal, 40,317 and 815; coke, 460 and 505; forest 
products, 810 and 635; ore, 670 and 144; merchandise, L. C. L., 5,969 
and 5,498; miscellaneous, 8,400 and 7,023; total, 1936, 57,172; 1935, 
15,189; 1934, 46,169. 

Southern district: Grain and grain products, 2,164 and 2,463; live 
stock, 1,018 and 1,154; coal, 18,062 and 10,924; coke, 446 and 307; forest 
products, 10,718 and 9,014; ore, 770 and 584; merchandise, L. C. L., 
30,598 and 28,509; miscellaneous, 48,636 and 44,013; total, 1936, 112,412; 
1935, 96,968; 1934, 91,830. 

Northwestern district: Grain and grain products, 8,954 and 13,694; 
live stock, 6,213 and 5,307; coal, 6,489 and 3,840; coke, 1,658 and 1,090; 
forest products, 10,469 and 9,874; ore, 36,127 and 21,952; merchandise, 
L. C. L., 20,710 and 19,512; miscellaneous, 40,744 and 33,154; total, 1936, 
131,364; 1935, 108,423; 1934, 96,163. 

Central Western district: Grain and grain products, 8,935 and 
9,532; live stock, 7,766 and 7,417; coal, 10,020 and 4,560; coke, 237 and 
207; forest products, 7,222 and 6,026; ore, 3,765 and 2,865; merchandise, 
L. C. L., 26621 and 24,359; miscellaneous, 55,526 and 43,802; total, 1936, 
120,092; 1935, 98,768; 1934, 104,596. 

Southwestern district: Grain and grain products, 3,973 and 4,260: 
live stock, 1,797 and 1,932; coal, 3,782 and 2,485; coke, 96 and 102; for- 
est products, 4,573 and 3,963; ore, 377 and 337; merchandise, L. C. L., 
13,080 and 12,665; miscellaneous, 37,329 and 28,264; total, 1936, 65,007: 
1935, 54,008; 1934, 59,364. j 


RAILROAD INFORMATION 


The Association of American Railroads has 
following: 


Of every dollar paid in taxes by the railroads throughout the 
United States approximately 45 4/5 cents is utilized for school purposes. 

Nearly eighty per cent of all claims resulting from loss and dam- 
age to freight shipments in transit are settled by the railroads of this 
country within 30 days after being received. 

Highway-railroad grade crossings in existence on January 1, this 
year, totaled 234,231, a reduction of 8,578 compared with the record 
number on January 1, 1930. 

One hundred hotels, each with 310 rooms, would have been re- 
quired to furnish sleeping accommodations for the passengers who 
nightly occupied berths in Pullman cars in 1935. 

If all railway bridges in this country were placed end to end, they 
would extend 3,860 miles, a distance greater than from New York to 
San Francisco. 

The average speed of freight trains between terminals, including 
all delays encountered enroute, is now approximately 55 per cent higher 
than it was in 1920. 

The point of contact between the track and the wheels of the mod- 
ern locomotive or car is no more than the width of a chalk line. 


issued the 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
September 1-14, inclusive, was 137,882, as compared with 145,749 
in the preceding period, according to the Association of Amer- 
ican Railroads. It was made up as follows: Plain box, 64,600; 
auto box, 12,679; total box, 77,279; flat, 4,167 gondola, 16,235; 
hopper, 10,873; total coal, 27,108; coke, 521; S. D. stock, 17,425; 
D. D. stock, 2,599; refrigerator, 7,953; tank, 245; miscellaneous, 
985. Canadian roads reported a surplus of 4,482 plain box, 320 
auto box, 348 flat, 246 gondola, 448 S. D. stock, 388 refrigerator 
and 256 miscellaneous, a total of 6,488 cars. 


RAIL PENSION LITIGATION 
The Louisiana & North West Railroad Company has asked 
the federal district court in the District of Columbia to enjoin 
enforcement against it of the railroad pension legislation pend- 
ing the outcome of the suit brought by a majority of the rail- 
roads against the legislation. 


Revenue Freight Car Loading—Week Ended Saturday, Sept. 26 


Grain and Live 
grain prod. stock Coal 
1936 33,674 19,321 142,808 
OE” ere re {38 39,198 18,303 62,853 
1934 32,614 30,545 123,754 
Preceding week Sept. 19 ........ 1936 33,075 18,738 136,986 
Per cent increase over ........... 1935 5.6 127.2 
Per cent decrease under ......... 1935 14.1 
Per cent increase over ........... 1934 3.3 15.4 
Per cent decrease under ......... 1934 36.7 
1936 1,380,883 512,904 4,914,564 
Cumulative 39 weeks to Sept. 26/1935 1,166,864 493,022 4,451,789 
(1934 1,283,411 788,816 4,532,758 
Per cent increase over ........... 1935 18.3 4.0 10.4 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 7.6 8.4 
Per cent decrease under ......... 35.0 





Per cent to 15 year average 83.1. 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous Total 

9,920 37,131 58,604 172,051 333,561 807,070 

« 6,445 32,461 34,882 165,672 270,121 629,935 
5,209 22,974 21,868 164,610 244,510 646,084 
9,856 35,452 59,232 170,423 325,748 789,510 
53.9 14.4 68.0 3.9 23.5 28.1 
90.4 61.6 168.0 4.5 36.4 24.9 
336,699 1,232,485 1,208,326 6,128,135 10,464,596 26,178,592 
239,548 1,016,233 801,702 6,043,891 8,899,035 23,112,084 
260,969 882,576 683,615 6,232,611 8,697,696 23,362,452 
40.6 21.3 50.7 1.4 17.6 13.3 
29.0 39.6 76.8 20.3 12.1 
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Decisions of Interstate Commerce Commission 


RAIL TRUCK OPERATIONS 


HAT is believed to be an important decision with respect 

to railroad operation of truck lines has been made by divi- 
sion 5 of the Commission in a report in No. MC F-3, Pennsyl- 
vania Truck Lines, Inc., acquisition of control of the Barker 
Motor Freight, Inc., embracing also No. MC F-13, the Barker 
Motor Freight, Inc., purchase of property and certificates of 
D. P. and Floyd Barker, doing business as Barker Motor 
Freight Lines. : ai = 

In this report, division 5, which supervises the administra- 
tion of the motor carrier act, says that it is not convinced 
that the way to maintain for the future healthful competition 
between rail and truck service is to give the railroads free 
opportunity to go into the kind of truck service which is strictly 
competitive with, rather than auxiliary to, their rail operations. 
Auxiliary and supplementary operations will be permitted, it 
says. 

‘ “Truck service would not, in our judgment, have developed 
to the extraordinary extent to which it has developed if it had 
been under railroad control,” says the division. ; 

This case involves, in effect, control by the Pennsylvania 
Railroad Co. of certain trucking operations. Division 5, in this 
report, indicates the extent to which it will go in approving 
control of such operations. 

The formal finding is that proposed purchase by the Barker 
Motor Freight, Inc., of the property and certificates of Barker 
Motor Freight Lines, and acquisition by Pennsylvania Truck 
Lines, Inc., of control of Barker Motor Freight, Inc., by pur- 
chase of capital stock will not be approved at this time. Order 
of approval and authorization has been deferred pending 
acceptance of conditions referred to. ; 

The report said that the Pennsylvania Transfer Co. of Pitts- 
burgh, the name of which has been changed to Pennsylvania 
Truck Lines, Inc., was part of a group of companies controlled 
by the American Contract & Trust Co., a wholly owned sub- 
sidiary of the Pennsylvania Railroad Co. 

The report said the primary purpose of the proposed ac- 
quisition of control was to permit Pennsylvania Truck Lines to 
establish a coordinated truck-rail service in Ohio similar to 
that now furnished by it in the territory east thereof. In line 
with this program it was the Pennsylvania Truck Lines’ inten- 
tion to establish zone or concentration stations to which less 
than carload freight would be handled from points contiguous 
thereto by truck and assembled in full carloa dlots and thence 
forwarded by rail to other such stations for distribution by 
truck to the consignees. In addition it proposed to continue the 
present over-the-highway operations of the Barker operation, 
but with improved service and greater frequency and regular- 
ity of schedules. Continuing the report said: 


Certain questions arise in regard to these proposed transactions. 
The partnership property is to be acquired by the new company, a cor- 
poration. That company in turn is to be controlled by the Pennsyl- 
vania Truck Lines, Inc., the vendee, through purchase of its entire 
capital stock. The vendee is controlled by the Contract Company 
through direct ownership of 71 per cent of its common stock and 100 
per cent of its preferred stock and indirect ownership through Scott 
Bros., Inc., of the remaining common stock. The Contract Company 
is controlled through ownership of 100 per cent of its stock by the 
railroad, which is also its sole creditor. 

It is doubtful whether any good reason exists for maintaining in 
this chain of control the new company, for it would seem that the 
partnership property could as well be acquired directly by vendee. 
However, in event of our approval of the proposed transaction, the new 
company would be a motor carrier subject to our jurisdiction, and the 
doubt is not of sufficient importance to be pressed. 

The Contract Company is not subject to our jurisdiction and is a 
corporation of the “holding company’’ type with the usual broad 
powers. It should be said to the credit of the railroad that while this 
company is not within the jurisdiction of the Commission, the railroad 
has in this case, through counsel, furnished such information as we 
sought in respect to it. Apparently the Contract Company owns no 
property other than securities and cash, and does not now engage in 
any business other than such investments. They include truck, bus, 
Steamship, and warehouse stocks, and also warehouse bonds. 

We are informed that there has been a legal question as to whether 
or not the railroad, under its charter, has the right to own directly 
the stock of a motor carrier, and that it was for this reason that stock 
of vendee and other motor carrier companies was acquired through the 
Contract Company. We are further informed that as quickly as the 
legal right of the railroad to hold motor carrier stock directly is defi- 
nitely determined, or it is felt safe, in the opinion of counsel to do so 


the Contract Company will either be dissolved or will relinquish its 





ownership of motor carrier securities to the railroad. It is indicated 
that counsel now believe that, under the motor carrier act, 1935, direct 
ownership of the securities of motor carriers can be justified. 

Apparently it was the intent of the state, when the railroad was 
organized, to confine it to the conduct of a railroad business or activi- 
ties closely associated therewith. At all events doubts have existed as 
to its right to enter another field of activity through direct acquisition 
of the stocks of motor carrier companies. It has apparently been the 
opinion of counsel, however, that no such doubt existed as to its right to 
have created and own a subsidiary company and to acquire motor car- 
rier securities through that alter ego. To any one concerned with real- 
ities rather than legal fictions this is, of course, a distinction without 
a difference, and illustrates the use so frequently made in this country 
of dummy corporations to accomplish indirectly what can not be done 
directly. Such practices bring law into disrepute, and we are unwilling 
to lend them countenance. Apart from this general objection, there is 
a specific objection in this case. As already indicated, we have no 
jurisdiction* over the Contract Company and no certain rights to ob- 
tain knowledge of its affairs. The introduction of such a link in the 
chain of ownership whereby a railroad controls a motor carrier is 
plainly undesirable. We are reluctant to approve any acquisition by 
the vendee of control of a motor carrier, unless and until this link 
in the chain of railroad ownership has been eliminated. 

Section 213 of the motor carrier act, 1935, provides with respect to 
consolidations, mergers, and acquisitions of control that if the appli- 
cant is a carrier other than a motor carrier (e. g. a railroad), or a 
company controlled by or affiliated with such a carrier other than a 
motor carrier, we shall not give our approval unless we find ‘‘that the 
transaction proposed will promote the public interest by enabling such 
carrier other than a motor carrier to use service by motor vehicle to 
public advantage in its operations and will not unduly restrain compe- 
tition.’’ In other circumstances it is only necessary, under section 213, 
to find that the transaction proposed ‘‘will be consistent with the 
public interest.’’ It is the obvious intent of the act that special safe- 
guards shall surround acquisitions of motor carriers by carriers en- 
gaged in other forms of transportation, and no doubt railroads were 
particularly in mind. The proof in such cases must show, not merely 
that what is proposed is consistent with the public interest, but that it 
will actively promote the public interest and in a particular mannez, 
namely, by enabling the acquiring carrier ‘‘to use service by motor 
vehicle to public advantage in its operations.’’ The proof must further 
show that the acquisition will not ‘‘unduly restrain competition.” 


Discussing the routes proposed to be covered, the Com- 
mission said that as it saw it this was not a mere purchase of 
existing operations, but a purchase of operating rights which 
would hereafter be used, in all probability, if the transaction 
was approved, ip a very different way from that in which they 
have been used to date. Continuing, the report said: 


The proof is convincing that over some of the routes in question 
the railroad can ‘‘use service by motor vehicle to public advantage 
in its operations.’’ The motor vehicle can unboubtedly be used as 
a very valuable auxiliary or adjunct to railroad service, particularly 
less-than-carload service, and the many opportunities for such use 
here have been pointed out of record and are clear. Such coordina- 
tion of rail and motor vehicle operations should be encouraged. The 
result will be a new.,form of service which should prove of much 
public advantage. Nor do we believe that the creation of this new 
form of service will ‘‘unduly restrain competition.’’ On the contrary, 
it should have the opposite effect. 


The railroad does not, however, so far as the routes in question 
are concerned, propose to confine itsself to motor vehicle service 
auxiliary to its rail operations. It contemplates, also, the furnishing 
of motor carrier service which wotld not be associated in this way 
with rail operations, pointing out that with its financial and other 
resources it would be able to expand and improve very materially 
the service which the partnership has been furnishing. As evidence 
that this would not ‘“‘unduly restrain competition,’’ it further points, 
as we have seen, to the large number of competing motor carriers 
now operating in the same territory. 

While we have no doubt that the railroad could, with the resources 
at its command, expand and improve the partnership service and that, 
so far as numbers are concerned, there is now an ample supply of 
independent operators in the territory for the furnishing of com- 
petitive service, we are not convinced that the way toa maintain 
for the future healthful competition between rail and truck service 
is to give the railroads free opportunity to go into the kind of truck 
service which is strictly competitive with, rather than auxiliary to, 
their rail operations. The language of section 213, above quoted, is 
evidence that Congress was not convinced that this should be done. 
Truck service would not, in our judgment, have developed to the 
extraordinary extent to which it has developed if it had been under 
railroad control. Improvement in the particular service now furnished 
by the partnership might flow from control by the railroad, but the 


‘Limited jurisdiction might, perhaps, be acquired in certain cir- 
cumstances and after further proceedings under the provisions of sec- 
tion 213 (a) (2), but those circumstances are not here present, 
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question involved is broader than that and concerns the future of 
truck service generally. The financial and soliciting resources of the 
railroads could easily be so used in this field that the development 
of independent service would be greatly hampered and restricted, 
and with ultimate disadvantage to the public. 

Attention may also be called to the fact that the railroad itself 
appreciates the wide scope of the operations which would be permitted 
under the rights which the partnership claims under the ‘‘grand- 
father’’ clause. This is indicated by the statement of vendee’s 
vice-president that where the partnership operations extend into 
territory served by other railroads, vendee would be willing to 
negotiate with them as to the disposition of such operations or, 
failing in that, have the matter settled by us or any other qualified 
body. It will be noted, however, that its apprehensions relate only to 
complications with other railroads, and its proposal is to leave the 
operating rights in some form of railroad control. 

We are unable to find, therefore, that the employment by the 
railroad of the properties and rights of the partnership to provide 
over-the-highway truck service as proposed herein in competition 
with rail and motor carriers generally, including the railroad, will 
“promote the public interest’’ by enabling the railroad to ‘‘use serv- 
ice by motor vehicle to public advantage in its operations and will 
not unduly restrain competition.”’ 

We have authority to approve the instant transaction upon such 
terms and conditions as we may find just and reasonable and with 
such modifications as we may prescribe. The conditions which we 
deem just and reasonable involve actions by the railroad and the 
contract company, neither of which is a direct party to these pro- 
ceedings. The conditions also involve action on the part of the new 
company to divest itself of authority to conduct operations not auxiliary 
and supplementary to those of the railroad. Under all the circumstances 
it seems advisable for us to announce the conditions which must be 
fulfilled before our approval can be obtained. In this way there will 
be avoided the delay and expense which would attend dismissing the 
present applications with leave to file new applications thereafter. 
‘er conditions which we find to be just and reasonable are the fol- 
owing: 

1. That the Pennsylvania Railroad Company take such steps as 
are legally possible to acquire, subject to our approval, from the 
American Contract and Trust Company all interest which the latter 
owns in Pennsylvania Truck Lines, Inc. 

2. That the service to be rendered by The Barker Motor Freight, 
Inc., in the event the pertinent applications now pending before the 
Commission are subsequently approved by us, be confined to service 
auxiliary and supplementary to that performed by the Pennsylvania 
Railroad Company in its rail operations and in territory parallel 
and adjacent to its rail- lines. 

3. That The Barker Motor Freight, Inc., submit, based on claims 
made in its pending application under the so-called ‘‘grandfather’’ 
clause, a statement of the routes and description of the territory over 
and within which it proposes to establish and operate such auxiliary 
and supplementary service; and also submit a statement of the ar- 
rangements proposed for divestment by it of all alleged operating 
rights in connection with remaining claims embraced in the said 
““grandfather’’ application. 

No order will be entered and the proceeding will be held open for 
60 days from the service of this report to permit the filing of amended 
application or applications and statements showing compliance with 


the conditions outlined above and for such further procedural steps 
as may be necessary. 


COMMISSION REPORTS 


Sweet Potatoes 


No. 27060, A. J. Bloomgarden & Sons, Inc., et al. vs. Penn- 
sylvania et al. By division 4. Dismissed. Claim for reparation, 
less carloads, sweet potatoes, Swedesboro, N. J., to Detroit, 
Mich., delivered in March, 1932, found barred by the statute. 

/ 
Rags and Paper 

Fourth section application No. 16223, rags and paper to 
Buffalo, N. Y., and No. 16250. By division 2. Parties to Cur- 
lett’s I. C. C. Nos. A-334, A-337, A-338 and A-445, authorized 
in fourth section order No. 12518 to establish and maintain a 
rate of 20 cents a 100 pounds, rags and scrap or waste paper, 
carloads, New York, N. Y., and from New York Harbor points 
in New Jersey, Philadelphia, Pa., and from Baltimore, Md., to 
Buffalo and Niagara Falls, N. Y., in the season of navigation on 
the New York state barge canal without observing the long- 
and-short haul part of section 4. The relief is subject to the 
33% per cent circuity limitation rule. The application was based 
on the ground of competition by water by way of the Hudson 
River and Erie Canal. The report said the applicants in No. 
16250, showed no competition by water from Philadelphia and 
Baltimore to Buffalo and Niagara Falls, but that they set forth 
the fact of market competition and the long existing parity of 
rates between New York Harbor points and those cities. Com- 
missioner Splawn dissented, pointing out, as he said, the lack 
of convincing evidence of actual water competition. 


Traffic-Bound Gravel 


I. and S. No. 4233, sand and gravel from Indiana to Illinois. 
By division 2. Proposed reduced rates, sand and gravel, from 
Cayuga, Ind., to specified destinations in central Illinois found 
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justified on so-called traffic-bound gravel but not on sand or 
on gravel suitable for concrete construction. Suspended sched- 
ules ordered to be cancelled but without prejudice to the filing 
of new schedules with respect to sand and gravel suitable for 
concrete construction, after cooperative action of interested 
parties who appeared in this proceeding, particularly with 
respect to sand and gravel suitable for concrete construction. 


Grain and Grain Products 


I. and S. No. 4197, grain and grain products from Texas 
to L. & A. points. By division 2. Proposed increased rates, 
grain, grain products, and related articles, points in Texas and 
New Mexico to stations on the line of the Louisiana & Arkansas 
between Baton Rouge and New Orleans, La., found not justi- 
fied. Suspended schedules ordered canceled and proceedings 
discontinued. The suspended schedules sought to modify an 
intermediate rule in such a manner that it would have no ap- 
plication to stations on the Louisiana & Arkansas east of the 
Mississippi River, a similar provision in connection with the 
Yazoo & Mississippi Valley having been incorporated in the 
tariffs effective November 3, 1935. Such modification of the 
intermediate rule, if found justified, the Commission said, 
would leave in effect to the stations on the Louisiana & Arkan- 
sas here considered between Baton Rouge and New Orleans 
higher combinations, basing on either New Orleans or Baton 
Rouge. The Illinois Central system, supporting the suspended 
tariffs, emphasized that except to the river crossings, the rates 
to points in southern territory were not involved in Grain and 
Grain Products, 205 I. C. C. 301. The Louisiana & Arkansas, 
the Commission said, took the position that the rates to New 
Orleans should also apply to the intermediate points between 
Baton Rouge and New Orleans, particularly as it was in compe- 
tition with the Texas & Pacific operating on the west side of 
the Mississippi River between Addis and New Orleans. 


Cabbage, Etc. 


No. 26071, West Tennessee Shippers’ Association et al. vs. 
A. G. S. et al. By division 4. Rates, cabbage, tomatoes and 
potatoes, carloads, points in western Tennessee and Fulton, 
Ky., to destinations in Official territory and Richmond, Va., and 
Princeton, W. Va., prior to September 5, 1934, applicable and 
not unreasonable or otherwise unlawful. Rate charged, one 
car, tomatoes, that moved July 18, 1932, from Milan, Tenn., 
to Chicago found inapplicable. Applicable rate found to have 
been 63 cents. Reparation of $21.45, with interest, awarded. 


Powdered Skim Milk 


No. 27108, Rorden Sales Co., Inc., et al.. vs. Arcade & 
Attica et al. Applicable rates, powdered skim milk. in barrels. 
carloads, Adell, Clintonville, Columbus and Marshfield, Wis., 
to destinations in Kentucky, Massachusetts, New Hampshire, 
New York, Pennsylvania and Rhode Island, found to have been 
the commodity rates mentioned in the report and that there 
were outstanding overcharges and undercharges. Found that 
the applicable rates were unreasonable to the extent that they 
exceeded 27.5 per cent from Clintonville, Columbus and Marsh- 
field, and 30 per cent, from Adell, of the corresponding first 
class rates. Reparation awarded. Shipments were made be- 
tween July 8 and October 13, 1932, inclusive. 


Piumbers’ Enameled Ware 


No. 27198, Rundle Manufacturing Co. vs. Southern et al. 
By division 4. Dismissed. Rates charged, plumbers’ cast iron 
enameled ware, carloads, Milwaukee, Wis., to Atlanta, Ga., be- 
tween September 29, 1930, and April 14, 1934, inclusive, ap- 
plicable and not unlawful. 


Live Stock 


No. 26842, Coast Packing Co. et al. vs. Gilmore & Pitts- 
burgh et al., embracing also No. 26908, Ogden Live Stock Ex- 
change et al. vs. A. T. & S. F. et al., and a sub-number there- 
under, Archie McFarland & Son vs. Gilmore & Pittsburgh et 
al.; and No. 26929, Ferd Owen Horse & Mule Commission Co. 
et al. vs. A. & S. et al. By division 3. Rates, live stock, except 
on horses, mules, burros and asses, origins on the Gilmore & 
Pittsburgh and Pacific & Idaho Northern to points in western, 
official and southern territories, not unreasonable in the past 
but are and for the future will be unreasonable to the extent 
they exceed or may exceed those based on respective scales 
prescribed in Live Stock Western District Rates, 176 I. C. C. 
1, for the entire distance from origin to destination, plus arbi- 
traries, to accrue solely to the aforesaid short lines, of one 
cent a 100 pounds for each 10 miles or fraction thereof, for 
the distances over those respective lines. The report pointed 
out that the Commission had recently authorized the acquisition 
by the Oregon Short Line, and lease by the Union Pacific, of 
the Pacific & Idaho and said that if and when the Pacific & 
Idaho ceased to be an operating carrier, the arbitraries au- 
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thorized for that defendant might be retained by the lessee 
of the properties until such time as the Commission might 
otherwise order. Order for future effective on or before Jan- 
uary 11. Reparation denied. 


Roofing Materials 


No. 27190, Paraffine Companies, Inc., vs. D. & R. G. W. 
et al. By division 3. Reparation of $329.82, with interest, 
awarded from the Denver & Rio Grande Western on finding 
carload rates, roofing materials, Paraffin, Calif., to Granby and 
Denver, Colo., applicable but that shipments were misrouted. 
Commissioner Miller dissented from the finding as to misrout- 
ing and reparation award against D. & R. G. W. 


No. 27036, A. D. Radinsky vs. B. A. & P. et al. By divi- 
sion 4. Rates, rags, in effect prior to June 1, 1934, Denver, 
Colo.,. to Minneapolis, Minn., St. Louis, Mo., and Chicago, IIL, 
unreasonable to the extent they exceeded 20 per cent of the 
first class rates. Present rates not unreasonable. Reparation 
awarded. Rates, like traffic, Anaconda, Butte, Deer Lodge, 
Helena and Great Falls, Mont., to Denver, unreasonable in 
the past and for the future to the extent they exceeded or may 
exceed 20 per cent of the first class rates, minimum 30,000 
pounds. Reparation awarded. Rates, rags and cotton waste, 
mixed carloads, Denver to Los Angeles, Calif., not shown to 
have been unreasonable. New rates to be effective not later 
than January 14. 


Feldspar 


No. 27119, Western Feldspar Milling Co. vs. Ann Arbor 
et al. By division 4. Dismissed. Rates, feldspar, Colorado 
producing points to destinations east of the Illinois-Indiana 
state line, not unreasonable. Complaint covered traffic moving 
in and since 1933. 


Copper Products 


Fourth section application No. 16295, copper products to 
Rome, N. Y. By division 2. Central of New Jersey, Lehigh 
Valley and the N. Y. O. & W. authorized in fourth section 
order No. 12528 to establish and maintain a rate of $2 a net 
ton, copper anodes—copper bars (rough cast), cakes, ingots, 
pigs and slabs, minimum 100,000 pounds, from Brills (Newark), 
Carteret, Maurer, Newark, and Perth Amboy, N. J., to Rome, 
N. Y., over their routes through Scranton, Pa., Sibley Junction, 
Pa., and Pittston Junction, Pa., without observing the long-and- 
short-haul part of section 4, subject to the conditions that 
rates from, to, and between higher-rated intermediate points 
shall not be increased without authority from the Commission, 
shall not exceed the lowest combination, and that the relief 
granted shall not include intermediate points as to which the 
haul of the petitioning line or route was not longer than that 
of the direct line or route between the competitive points. 


Corn Transit 


No. 27306, Union Starch & Refining Co. vs. Wabash et al. 
By division 4. Rate, corn, points in Illinois to Granite City, 
Ill., there transited and grain products forwarded to St. Louis, 
Mo., unreasonable to the extent it exceeded 11.5 cents on 
1,036,255 pounds and 12.5 cents on 14,120 pounds. Reparation 
of $208.67 awarded. The complaint was caused by the inad- 
vertent cancellation of a transit privilege at Granite City. The 
reparation is down to the basis of the rates that existed before 
and after the cancellation. 


ROCK ISLAND REORGANIZATION 


The Traffic World Washington Bureau 


A plea for continuance of private ownership of railroads 
by reason of the Commission’s course in rail reorganization, 
was made by E. N. Brown, chairman of the board of the Chi- 
cago, Rock Island & Pacific in presenting the company’s plan 
of reorganization of its affairs, in Finance No. 10028, at a hear- 
ing held by Examiners Boyden and Wilkinson. He called atten- 
tion to the sacrifices stockholders of the company had made, 
in support of the plan presented by the company. He said the 
stockholders had contributed $40,000,000 in the 1917 reorgan- 
ization and that since then $35,000,000 of undistributed earnings 
had been plowed back into the property. 

“In our minds,” said Mr. Brown, “this situation justifies 
the recognition of the equity of the stockholders. ... If private 
ownership and operation are to continue, it can be only because 
people who have money to invest, no matter how much or how 
little, are willing to invest it in railroad securities—not bonds 
alone but capital stock. Private ownership cannot be preserved 
unless railroad common stocks are made and kept attractive 
investments for the investing public. In considering this and 
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other plans now pending before it, we think the Commission 
should and will keep this in mind in the exercise of the duties 
and responsibility placed upon it by the present laws.” 

In describing the plan presented by the company Mr. 
Brown said: 


The plan provides for fixed interest charges of approximately $2, 
500,000, which includes $1,235,000 with respect to interest on the equip- 
ment trust certificates now outstanding; also interest on the $4,500,000 
trustees’ cerificates issued during the current year and the $10,500,000 
additional new capital contemplated by the plan. Present estimates 
indicate that the gross income for the year 1936 will be approximately 
$78,500,000, and that in normal years, with deferred maintenance re- 
stored, a gross income of this amount would be adequate to protect 
the proposed fixed charges. The average gross income for the last 
fifteen years has been $116,000,000; the average net income available 
for interest has been $14,876,000. 


After financial data had been put into the record by W. H. 
Burns, general auditor of the Rock Island, and other general 
office men, the hearing was adjourned to February 2 so as 
to give opportunity to E. M. Durham and J. D. Farrington, 
also general office men, to complete surveys they are making of 
the physical property of the debtor and its operations. 

The. Commission has permitted the Savings Bank of Balti- 
more to intervene in the case. 


LIVE STOCK IN CHICAGO 


Frequent objections and bitter controversy among oppos- 
ing counsel that sometimes approach the level of recrimina- 
tion marked the hearing, beginning October 7 in Chicago 
before Examiner Taylor, in I. and S. 4244, live stock to or from 
Union Stock Yards, Chicago, the case which the Commission 
instituted to inquire into the propriety of supplement 23 to 
Chicago Great Western’s I. C. C. 5336. The tariff proposed 
to grant to the Union Stock Yards Company, at Chicago, divi- 
sions of $4.25 and $4.50, respectively, out of line haul rates as 
compensation for loading and unloading and for other services 
the Great Western and the yards company contended were parts 
of the service of transportation. The tariff was suspended on 
ee = of nine western railroads (see Traffic World, Sept. 
5, p. , 


_ The proponents contented themselves with the introduc- 
tion of brief testimony. It was all put in by one witness—B. F. 
Parsons, traffic manager for the Great Western, who gave a 
history of the present charges assessed by the stockyards com- 
pany for loading and unloading and said his railroad had 
decided to put in the protested tariff because it felt the stock 
yards company was entitled to fair payment for the use of its 
facilities and for that part of the transportation service it per- 
formed. He explained that, at present, the stock yards company 
received $1.25 and $1.50 for unloading and loading single and 
double deck cars but that it had, for some time, been endeavor- 
ing to find some way to collect an additional $3 a car to com- 
pensate for those and other services.‘ A tariff naming such a 
charge had been published by the stock yards company, he 
said, but had not been filed with the Commission. He called 
attention to the fact that the divisions proposed under the 
suspended tariff were equal to the present charges plus the 
additional $3 sought by the stock yards company. Investigations 
by his railroad, added, led to the conviction that the divi- 
sions now proposed were somewhat less than the stock yard’s 
cost of performing the services. 


Following his direct testimony, Mr. Parsons underwent a 
cross examination that lasted a full day. He was questioned 
by Douglas F. Smith, of counsel for the protesting railroads, 
but other counsel, including his associate, Kenneth F. Burgess, 
and Ralph M. Shaw and Luther M. Walter, both counsel for the 
Great Western and the latter a trustee of that road, entered 
freely into arguments over objections and motions to strike. 
Mr. Smith tried to elicit from the witness some information as 
to what negotiations had preceded the filing of the tariff. The 
objection was raised that the Commission had power merely 
to pass on the legality of the proposed rate to the shipper and 
that it had, in numerous cases, pointed out that the motives 
which led to the filing of a rate had nothing to do with its 
lawfulness. The examiner ruled that the question might be 
answered and the witness identified a copy of a proposed con- 
tract submitted by the stock yards company but declined to 
name the person or persons who had submitted that contract. 
Counsel referred frequently to a public statement issued by 
the railroad at the time the tariff was filed (see Traffic World, 
Aug. 15, p. 295). especially to that part of it referring to the 
stock yards tariff naming the added $3 charge. The witness 
said the statement had been prepared by him out of his gen- 
eral knowledge and experience for the information of his 
trustees. He said he didn’t know anything about that tariff 
having been filed with the Secretary of Agriculture, as alleged 
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by protestants’ counsel, and added that his railroad had not 
paid and did not intend to pay the charge assessed in it. 

At this point in the questioning, Mr. Smith, apparently 
annoyed at continued objections which made it practically 
impossible to elicit an answer directly from the witness, 
charged him with answering according to the indication of 
his counsel and refusing to answer at his counsel’s behest. 
At this, Mr. Walter taxed Mr. Smith with uttering a “delib- 
erate untruth.” 

Mr. Burgess protested that difficulty and delay were result- 
ing from the attitude of the opposing lawyers. 

“This is not an adversary cause,” he said, “and there is no 
merit in the proponents raising rules of evidence as though it 
were. It is merely an investigation before the Commission and 
it is up to the examiner to conduct the hearing in that manner.” 

Addressing the examiner, he continued: “You would not 
care to go back to the Commission, after being charged to 
come here to collect information on which it could base its 
judgment in this matter, to say that you couldn’t get the 
information because opposing counsel would not permit wit- 
nesses to answer questions. 

“You are not,” he continued, “conducting this investigation 
in the spirit the Commission wants and Congress intended.” 

Mr. Shaw retorted that Mr. Burgess was arrogating to 
himself functions of a representative of the Commission merely~ 
to “cloak” his real function which was to prevent the Great 
Western paying for services it felt it ought to pay for. 

Mr. Parsons was then asked whether or not the stock yards 
company intended to continue its efforts to collect $3 a car from 
consignees should the Great Western tariff become effective. 
His reply to the effect that he did not know, was preceded by 
another exchange in which Mr. Smith made a remark about 
the “obvious” purpose of the objections of opposing counsel. 
When Mr. Walter asked a question which indicated that he 
had understood Mr. Smith as meaning that the purpose of 
his question was obvious, Mr. Smith replied: 

“I was only trying to take a mild ‘crack’ at my opponent.” 

“May I suggest that it isn’t necessary for you to ‘pull 
your punches’?” Mr. Walter said. 

Mr. Parsons was excused from the stand at the time of the 
noon recess on the second day of the hearing. 

When the hearing reconvened, protestants brought to the 
stand R. A. Sperry, chairman, [Illinois Freight Association, 
publishing agent of the Chicago switching tariff. Mr. Sperry 
spoke of negotiations his committee had had with stock yards 
officials on the question of increased compensation for yards 
service. He said he had been approached by O. T. Henkel, 
vice-president of the Union Stock Yards Company, and Richard 
O’Hara, counsel for F. H. Prince, chairman of the board of the 
stock yards company and also chairman of the board of Armour 
and Company. The purport of the questioning apparently was 
to bring out an interrelation between the stock yards company 
and Armour and Company, heavy receivers of live stock and 
shippers of packing house products, in line with allegations 
made in the request for suspension. 

Mr. Sperry introduced figures which showed that the ship- 
ments of meats and packing house products out of the stock 
yards district over the lines of the protesting carriers had in- 
creased materially in recent months. From January to June 
this year, these figures showed, such shipments had increased 
36.4 over the same period of 1935. In the period from August 1 
to September 15 this year they were 75.1 per cent over the same 
period in 1935 the figures showed. ‘ 

The protestants then called to the stand E. L. Kemp, joint 
stock yards agent, who had been subpoenaed. They asked him 
to prepare similar figures covering the Great Western for the 
same comparative periods. Proponents counsel insisted that, 
if that were done, the figures already entered ought to be 
broken down to show the shipments over the individual lines 
of the nine protesting railroads. Mr. Kemp said he would 
be able to produce the figures by noon the next day and the 
hearing recessed untii that time. 

Paul A. Blanchard, attorney for Armour and Company, 
entered an intervention for the sole purpose, he said, of pro- 
tecting the interests of his company. He wanted to make sure, 
he said, that when talking of the transportation of live stock, 
it was thoroughly understood that it did not end until] the 
animals were delivered at the chutes of the packing plant. 


COMMISSION ORDERS 


No. 27464, Indiana Gas & Chemical Corporation vs. B. & O. et al. 
Coal Control Association of Western Pennsylvania permitted to in- 
tervene. 


No. 26785, Colorado Milling & Elevator Co. vs. Alton & Southern 


et al. At the request of complainant complaint dismissed. 
No. 27387, Hausman Steel Co. vs. Pennsylvania et al. 
dismissed at the request of complainant. 
No. 27544, West Kentucky Coal Bureau vs. Illinois Central et al. 


Complaint 


Vol. LVIII, No. 15 


Coal Trade Association of Indiana and Coal Control Association of 
western Pennsylvania, permitted to intervene. 

No. 27511, Weyerhaeuser Steamship Co. et al. vs. Pennsylvania 
et al. Norfolk Port-Traffic Commission permitted to intervene. 

No. 27510, Weyerhaeuser Timber Co. vs. Pennsylvania et al. 
folk Port-Traffic Commission permitted to intervene. 

No. 27457, Harlan County Coal Operators’ Association vs. L. & N. 
et al. Southern Appalachian Coal Operators’ Association permitted 
to intervene. 

No. 27418, Traffic Association of the South Atlantic ports et al. 
vs. A. & R. et al. Merchants’ Exchange of St. Louis permitted to 
intervene. 

Finance No. 11344, application of the A. T. & S. F. for authority 
to acquire control of the Fort Worth & Rio Grande Railway Co., etc., 
Missouri-Kansas-Texas Railroad Co. of Texas and Missouri-Kansas- 
Texas Railroad Co. permitted to intervene. 

No. 24139, North Carolina Corporation Commission et al. vs. A. 
& R. et al.; No. 24140, Same vs. Same; and No. 24901, National As- 
sociation of Cotton Manufacturers vs. A. B. C. Boat Line et al. Order 
of November 21, 1935, which by its terms as modified by orders of 
March 7 and April 3, and July 7, 1936, was effective February 8, 1937, 
as to rates from, to, and between points in southwestern territory, 
and November 6, 1936, as to other rates, further modified so as to 
become effective February 8, 1937, as to all rates. 

No. 27432, Great Lakes Coal & Coke Co. vs. Alton et al. Gulf 
Oil Corporation and Gulf Refining Company permitted to intervene. 

No. 27494, E. Rauh & Sons Fertilizer Co. vs. A. & E. et al. Armour 
Fertilizer Works, American Agricultural Chemical Co., and Swift & 
Company Fertilizer Works permitted to intervene. 

No. 27491, Creamery Package Mfg. Co. et al. vs. Alton et al., and 
seven sub-numbers thereunder, Delta Coal Mining Co. et al. vs. 
Same; Bell & Zoller Coal Co. et al. vs. C. & N. W. et al.; Rex Coal 
Co. vs. Alton et al.; Bell & Zoller Coal Co. et al. vs. A. T. & S. F. 
et al.; Peabody Coal Co. et al. vs. C. & N. W. et al.; Same vs. C. 
& E. I. et al.; and Northern [Illinois Coal Corporation vs. Alton et al. 
Coal Control Association of Western Pennsylvania permitted to in- 
tervene. 

Finance No. 8480, Kansas City Terminal Railway Co. construction. 
Time prescribed in certificate, as extended, within which the Kansas 
City Terminal Railway Co. shall complete the construction of the 
line of railroad therein authorized further extended to December 31, 
1936. 

No. 17000, part 2, western trunk line class rates. Petition dated 
August 5 filed by respondents for the reopening of this proceeding 
for the purpose of reconsideration and modification of the Commis- 
sion’s sixth supplemental report and of the order entered in connec- 
tion with that report so far as the report and order prescribe a scale 
of class-rate arbitraries for application in western trunk line territory 
for distances within 170 miles of gateways, and a method of applying 
said arbitraries, denied. 

No. 27535, Lester A. Crancer and George B. Fleischman, co- 
partners et al. (doing business under the firm names of Valley Steel 
Products Co. and Mid Valley Steel Co., respectively et al.) vs. A. 
& S. et al. Pittsburgh Screw & Bolt Corporation permitted to inter- 
vene. 

No. 27457, Harlan County Coal Operators’ Association vs..L. & 
N. et al. Atlanta Freight Bureau permitted to intervene. 

No. 27440, Pacific Coast Container Association vs. Alton et al. 
National Wooden Box Association, Pacific division, permitted to inter- 
vene. 

No. 27427, City of Philadelphia vs. B. & O. et al. Mobile Chamber 
of Commerce and State Docks Commission permitted to intervene. 

No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association vs. 
A. & R. et al., and a sub-number thereunder, H. L. Hammond et al. 
vs. Same. Order of July 13 which was by its terms to have become 
effective on or before October 24 on not less than 30 days’ notice modi- 
fied to become effective on May 17, 1937, instead. 

No. 26946, Mohawk Petroleum Co. vs. A. T. & S. F. et al. Petition 
of Southern Pacific Co. for reconsideration by and reargument before 
the entire Commission denied. 

1. and S. No. 4035, lumber between points in official territory. 
Petition for rehearing filed on behalf of intervener, Ichabod T. Wil- 
liams & Sons, denied. 

Railway Labor Act Docket No. 6, Hudson & Manhattan Railroad 
Co. Petition for reargument, denied. 

No. 26722, Westchester Rail Coal Dealers’ Bureau et al. vs. D. 
L. & W. et al. Petition of complainants for argument and/or rehear- 
ing and reconsideration, denied. 

Ex Parte No. 104, part 11, William Wharton Jr. & Co., Inc., ter- 
minal allowance. Petition for rehearing in connection with the orig- 
inal report and the fiftieth supplemental report filed by Taylor-Whar- 
ton Iron & Steel Co. of Easton, Pa., denied. 

Ex Parte No. 104, part 11, Louisiana Development Co. terminal 
allowances. Motion filed on behalf of the Louisiana Development Co. 
to postpone the effective date of the order attached to the fifty-eighth 
supplemental report, denied. 


Nor- 


PAPER TO SOUTHWEST 

The Commission, in supplemental fourth section order No. 
9500, paper and paper articles, issued in connection with No. 
13535, consolidated southwestern cases, has postponed the effec- 
tive date of the fourth section order from October 22, 1936, 
to February 22, 1937. Application for postponement was made 
by F. A. Leland as the agent of the carriers. He asked for 
the postponement so far as the fourth section order pertained 
to rates on paper and paper articles inbound to the southwest 
and to Texas and Oklahoma differential territories, and the 
order so limits the postponement. 
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Proposed Reports in I. C. C. Cases 





C. N. S. & M. LABOR STATUS 


Examiner Earl M. Steer, in a proposed report in railway 
labor act docket No. 7, Chicago, North Shore & Milwaukee 
Railroad Co., has recommended that the Commission find that 
the company’s line falls within the terms of the exemption 
proviso in the first paragraph of section 1 of the railway labor 
act, as amended June 21, 1934. Such a finding, if made by the 
Commission, will exempt the carrier from the provisions of the 
railway labor act. The proceeding was instituted at the re- 
quest of the National Mediation Board to determine whether 
the carrier was exempt from the act. 

The examiner said the only question was whether the 
operations of the carrier were those of an interurban within 
the meaning of the proviso exempting such lines from the act. 
He dealt with the evidence as to the operations of the carrier. 
He referred to the decision of the Supreme Court of the United 
States in U. S. vs. C. N. S. & M., 288 U. S. 1, involving the 
question whether the carrier fell within a similar exemption of 
street, suburban, or interurban electric railways in section 20a 
of the interstate commerce act, relating to issuance of securities 
and in which the court held the carrier to be exempt after 
pointing out that the Commission in administering the law had 
not applied it to the carrier for more than a decade. The ex- 
aminer said that decision showed that the court regarded the 
status of the North Shore as a difficult or close question to 
decide but that it did express the view that even if the de- 
cision were not so required, it would be inclined to hold the 
North Shore exempt from section 20a. That expression, said 
the examiner, was entitled to respectful consideration. 

“Undoubtedly this is a close or border-line case,” said the 
examiner, “but considering the view expressed by the Supreme 
Court in the case hereinbefore cited, together with the absence 
of any opposition to the contention that this carrier is exempt, 
and all of the facts as developed on this record, the doubt must 
be resolved in favor of holding that the carrier falls within the 
exemption.” 


SAND CASES 


Examiner Burton Fuller, in a proposed report in No. 
27268, A. P. Smith Manufacturing Co. vs. D. L. & W. et al., and 
the cases joined with it, has recommended that the Commis- 
sion find rates on so-called industrial sand, between points in 
official territory prior to July 1, 1935, unreasonable in some 
instances and not shown to have been unreasonable in others. 
He said that interstate rates on sand, in open-top cars, from 
Michigan City, Ind., to destinations in Illinois, and from Polk 
and Utica, Pa., to destinations in Pennsylvania and New York, 
should be found unreasonable, that reasonable rates should be 
prescribed and reparation awarded. This proposed report also 
embraces: No. 27309, Oil Well Supply Co. vs. Pennsylvania; 
No. 27309 (Sub No. 1), Same vs. Erie; No. 27310, Flynn & 
Emrich Company of Baltimore City vs. Pennsylvania et al.; 
No. 27310 (Sub No. 1), Kennedy Corporation et al. vs. Penn- 
sylvania et al.; No. 27317, Midvale Co. vs. Chicago, Rock Island 
& Pacific et al.; No. 27328, Continental Roll & Steel Foundry 
Co. (Duquesne Steel and Foundry Company) vs. Baltimore & 
Ohio et al.; No. 27342, Atlas Foundry Co. vs. Delaware & 
Hudson et al.; No. 27345, Newnam Foundry Co. vs. Cleveland, 
Cincinnati, Chicago & St. Louis et al.; No. 27346, Fay & Scott 
vs. Maine Central et al.; No. 27348, Producers Core-Sand Cor- 
poration vs. Michigan Central et al.; No. 27358, Bullard Co. vs. 
New York, New Haven & Hartford et al.; No. 27388, Hart- 
Carter Co. vs. Boston & Maine et al.; No. 27398, Industrial 
Silica Corporation vs. Erie et al.; and No. 27406, Reed Foundry 
& Machine Co. vs. Reading et al. 

Reparation was sought in a number of the cases to the 
basis of rates prescribed in Industrial Sand Cases, 1930, 188 
I. C. C. 99, on shipments prior to July 1, 1935. In that case the 
Commission found the rates on so-called industrial sand unrea- 
sonable prior to July 1, 1935, to the extent they exceeded what 
were known as appendix H bases. 

Nos. 27348 and 27398, the examiner said, dealt with rates 
for the future. In disposing of the cases the examiner pro- 
posed the following findings: 


In No. 27348, the Commission should find that the rates assailed 
to destinations in Illinois and Missouri are, and for the future will be, 
unreasonable to the extent that they exceed or may exceed the rates 


set forth in Column B of Appendix II (not herein reproduced, recom- 
mending point to point rates) and that the rates assailed to the other 
destinations are not unreasonable, and that any undue prejudice that 
may exist will be removed by compliance with these findings and with 
the above quoted admonition in Industrial Sand Cases. 

In No, 27398, the Commission should find that the single-line rates 
assailed for distances of 200 miles and less are, and for the future will 
be, unreasonable to the extent that they exceed or may exceed rates 
made under the so-called West Penn scale based on the single-line 
distances. 

In the other complaints, the Commission should find that the rates 
assailed from Juniata to Kendallville in connection with the Pere Mar- 
quette and New York Central, from Mechanicville to Kendallville, from 
Phalanx, in box cars, to Oil City and Coraopolis, and from points in 
New Jersey to the plant of intervener, William G. Scarlett, at Balti- 
more, were not unreasonable, and that the other rates assailed were 
unreasonable to the extent that they exceeded those set forth as pre- 
scribed in Appendix I. (Not herein reproduced, showing specific amounts 
of reparation.) The Commission should further find that the respec- 
tive complainants received the shipments as described and paid and 
bore the charges thereon and are entitled to reparation in the amounts 
set forth in said Appendix I. 


RAIL VS. TRUCK MEAT RATES 


Asserting that rail rate and truck rate structures should 
stand on their separate foundations and be built according to 
the elements surrounding the respective forms of transporta- 
tion, commercial and economic conditions and the public in- 
terest, Examiner Disque, in I. and S. No. 4214, meats and pack- 
ing house products from Chicago, has recommended that the 
Commission find justified proposed reduced rates on fresh 
meats, packing house products, and related articles, from Chi- 
cago to destinations in central territory. He said the order 
of suspension should be vacated and proceeding discontinued. 

The schedules suspended in this case represent the conclu- 
sion reached by the railroads in the spring of this year that 
steps should be taken by them to meet the situation created 
by the taking of meat and packing house products tonnage from 
them by the trucks. They are of an experimental nature and 
are dated to expire June 30, 1937, unless sooner canceled, 
changed or extended. Examiner Disque said that the railroads 
began considering what they should do about the truck com- 
petition in the hauling of meats and packing house products 
in 1934. They reached the conclusion in the spring of 1936 
that they had to meet that competition. The railroads, said the 
examiner, hoped to avoid a loss of $1,000,000 a year by these 
tariffs, 

Chicago packers, according to the Disque report, repre- 
sented to the railroads that unless steps were promptly taken 
to meet the competition they would have to modify their ship- 
ping facilities to accommodate the movement of greater vol- 
umes of their traffic by truck, as competition between the 
packers was making increased truck transportation necessary. 

“Fearing that most of the traffic from Chicago would soon 
be moving by truck,” said Examiner Disque, “respondents de- 
cided to meet the competition at once and accordingly filed the 
proposed schedules. They doubted their ability to give satis- 
factory service on the traffic if they were to handle only a small 
proportion of the Chicago packers’ output.” 


Examiner Disque said that the truck movement had re- 
cently increased enormously. In one week Swift & Co., he 
said, alone shipped between 2,500,000 and 3,000,000 pounds to 
central territory by truck, nearly half the traffic being fresh 
meat. Practically all of that company’s business to the des- 
tinations involved, he added, was now moving by truck. Armour 
& Co., and Wilson & Co., he said, while still shipping principally 
by rail, were also sending large quantities by truck. The 
major part of the movement, he said, was to points within 300 
miles of Chicago, but that shipments went to all the destina- 
tions. The principal witness for respondents, according to Ex- 
aminer Disque, said he knew of no reason why the packers 
should stick to the rails regardless of the rates charged. Truck 
movement, it was added, was often preferable because de- 
liveries might be made from one truck to several branch 
houses at different destinations on the same day, to certain 
points, it being more expeditious and convenient. Packer facil- 
ities, he said, originally were not constructed for truck trans- 
portation, but they could be modified without undue difficulty 
or expense. Some changes, he said, had already been made, 
Swift & Co. having sold all its refrigerator cars, renting what 
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it needed. Other packers that had such equipment, he said, 
were not building any more. 

Respondents in working out their proposal, the examiner 
said, did not take any particular trucker’s rates as a general 
basis, but studied the situation and used their judgment as to 
what rates would be necessary to afford them equality of oppor- 
tunity at each particular destination, all things considered. 

The proposal, according to the examiner, reflected what 
the Chicago packers were willing to pay in view of the avail- 
ability of truck transportation. The suspended schedules, he 
said, so far as fresh meats were concerned, represented drastic 
reductions, generally around 35 per cent, but the reductions on 
other products were slight. Minimum weight required by 
trucks, the examiner said, was generally 15,000 or 16,000 
pounds. The railroads’ proposed minimum was 30,000 pounds, 
on fresh meats, representing a proposed increase of 9,000 
pounds on that commodity, 10,000 pounds on dairy products 
and none on packing house products. The truck mixing ar- 
rangements, he said, were more liberal than those of the 
railroads in connection with the reduced rates. 

As the proposed rates were not far below the fifth class 
rates and the live stock rates in the scales prescribed by this 
Commission for central territory, Disque said, they might un- 
questionably be regarded as compensatory. In fact, he said, 
they would be highly remunerative, being generally between 
22 and 27 cents a car mile. 

On protest of various packers, live stock producing and 
marketing interests, and motor carriers, the schedules were 
suspended. Chicago packers intervened in behalf of the 
schedules. 


Protestants urged that respondents were unduly alarmed 
over the diversion of some of the traffic to the trucks; that 
most of the truck movement, particularly of fresh meats and 
certainly of carcasses, would likely be confined to points within 
a short distance of Chicago and where store-door delivery of 
small quantities was desired; that respondents had overesti- 
mated their prospective revenue losses; that so much of this 
traffic would always move by rail that the revenue loss result- 
ing from the reduced rates would offset what would be gained 
thereby; that the railroads could not perform this service as 
cheaply as the trucks; that the truck rates were below reason- 
able minima; that the truck rates had not become sufficiently 
seasoned, crystallized or stabilized as to constitute a fair basis 
for the reductions; that the Chicago packers were using a 
temporary and limited truck movement as a device for getting 
reduced rail rates that would afford them an undue preference 
over their competitors; that the proposed rates would be detri- 
mental to the public interest in that they would reduce prices 
paid for live stock; that they would bring on a rate war with 
all its attendant evils; and that they would be violative of the 


policy of Congress as declared in section 202 (a) of the motor 
carrier act. 


Packers at points in Iowa, Wisconsin and Minnesota, 
shipping on published through rates to central territory that 
were below the Chicago combination, protested, the examiner 
said, because similar reductions were not proposed for them 
and asked that the present rate relation between them and 
their competitors be preserved. Competitors at Missouri River 
cities and St. Paul, Minn., who have no published through rates, 
but used the Chicago combination, would, of course, the ex- 
aminer said, get the same drastic reductions at Chicago or 
fresh meats. The only benefit, he said, that protestants 
could derive would be some slight reductions on fresh meats to 
the basis of the Chicago combinations. Those benefits, he 
added, would be automatic because the tariffs provided for the 
alternative application of the Chicago combinations where 
lower than the through rates. However, said Examiner Disque, 
this benefit might be only temporary because the railroads 
announced at the hearing that they intended to ask for fourth 
section relief to permit the use of their present through rates 
instead of the combinations on Chicago. 


Central territory packers, according to the examiner, pro- 
tested the proposal because respondents made no contem- 
poraneous move to correspondingly reduce rates on live stock 
to the points where they were located and on the products 
therefrom. To maintain present rate relations, if the proposed 
rates were to be put into effect, the central territory packers 
sought not merely such reductions as compelling truck competi- 
tion into and out of their plants might justify, but rather re- 
ductions comparable with those that might be accorded Chicago, 
said he. Commercial interests at Buffalo, N. Y., opposed the 
reductions in the rates on fresh meats to that point, the ex- 
aminer said. Buffalo contended that there was competition 
in the transportation of packing house products by truck but 
that the truck was not good for the transportation of fresh meat 
carcasses. 
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Truck movement was so undermining the rail-rate struc- 
tures affecting live stock and its products, said the examiner, 
that relations between these commodities that had existed up 
until this time could not be regarded as sacred, fixed, stable 
or important, except possibly where long hauls were involved 
that were beyond the range of truck competition. To a large 
extent, the examiner added, they existed only on paper. 

“If truck competition is to be effectively met,” said the 
examiner, “the rail rate structures must be broken down.” 

Noting that conditions affecting the protestant shippers 
were not comparable with those affecting the Chicago packers, 
Examiner Disque said they nevertheless asked that the Com- 
mission protect them by denying the proposals unless cor- 
responding reductions were made in their rates. In other words, 
said he, they sought preferential and arbitrary treatment at 
the hands of the Commission. Protestants, he said, urged that 
the truckers handling this traffic might be operating unlaw- 
fully on rates less than compensatory. Whether the rates of the 
truckers were lawful, Examiner Disque said, was a collateral 
question not here involved. In disposing of the case Examiner 
Disque said: 


Rail rate and truck rate structures should stand on their separate 
foundations and be built according to the elements surrounding the 
respective forms of transportation; commercial and economic condi- 
tions; and the public interest. Each set of carriers has the right to 
make rates in competition with the other set, but in so doing must 
stay within the limitations incident to our power to prevent undue 
preference and fix minimum rates. Respondents have acted accordingly 
and are entitled to the prompt decision which the law requires. If 
they are to retain most of the traffic, they must provide rates that do 
not greatly exceed the truck rates. Accordingly, a finding that minimum 
rail rates must substantially exceed the truck rates would be tanta- 
mount, in practical effect, to saying that the rail carriers may not 
compete for this business upon an equality of opportunity. Such a 
finding could not be sustained on this record. 


PENNSYLVANIA TRUCK LINES 


Objecting to the prospective fiscal position of the applicant 
and alleging that the testimony about the public interest was 
not sufficient, Grover L. Swink of the section of finance of the 
Commission’s Bureau of Motor Carriers, in MC-F 4, Pennsyl- 
vania Transfer Co. of Pittsburgh (name changed to Pennsyl- 
vania Truck Lines, Inc.), acquisition of control of Alko Express 
Lines, has recommended that the Commission deny the appli- 
cation to acquire through purchase of all outstanding capital 
stock, without prejudice. 

The transaction covered by this report, the examiner said, 
was one of a series initiated by subsidiaries of the Pennsyl- 
vania Railroad Co. to further the development. of a system. of 
correlated truck operations, paralleling, coordinated with, and 
serving as feeders to the rail lines. The proposal was to buy the 
Alko stock for $162,500. While basically Alko’s operation would 
continue with minor exceptions as at present constituted, it was 
represented, said the Swink report, that the combining of these 
rail and truck operations would permit of improved and more 
expeditious service to the shipping public and the establishment 
of substantial operating economies. 

The motor carrier act, the report points out, declares it 
to be “the policy of Congress to regulate transportation by 
motor carriers in such manner as to recognize and preserve 
the inherent advantages of, and foster sound economic condi- 
tions in, such transportation and among such carriers in the 
public interest.” If further directs attention to the fact that a 
proviso in section 202 (a) says “that if a carrier other than 
a motor carrier is an applicant or any person which is con- 
trolled by such a carrier other than a motor carrier or affiliated 
therewith within the meaning of section 5 (8) of part I, the 
Commission shall not enter such an order (approving a trans- 
action) unless it finds that the transaction proposed will pro- 
mote the public interest by enabling such carrier, other than 
a motor carrier, to use service by motor vehicle to public 
advantage in its operations and will not unduly restrain com- 
petition.” : 

“In the case at bar the real party in interest is the Penn- 
sylvania Railroad Co.,” says the report. “Therefore, the Com- 
mission is not privileged to enter an order approving and 
authorizing the application unless and until it has been estab- 
lished by competent legal evidence that the proposed trans- 
action will not only ‘foster sound economic conditions in such 
transportation and among such carriers in the public interest,’ 
but that said transaction will promote the public interest as 
well.” 

Continuing, the report said it would appear from the record 
that while certain benefits would be received by the public and 
applicant from consummation of the proposed transaction, those 
benefits were outweighed by the burdens applicant would be 
required to assume. Mr. Swink said that the applicant’s latest 
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available balance sheet statement, March 31, 1936, recorded a 
surplus of only $78,589. It was obvious, said the report, that 
applicant’s financial structure would not permit of the consum- 
mation of the proposed transaction without seriously impairing 
its fiscal position. Furthermore, the report said, it was apparent 
the proposed acquisition by applicant of control of Alko by 
payment of $136,610, (the amount arrived at by making deduc- 
tions from the proposed purchase price of $162,500), an amount 
approximately $85,769 in excess of the depreciated book value 
of Alko’s physical property, would neither promote the public 
interest nor constitute a provident commitment of applicant’s 
funds. Therefore, Mr. Swink recommended that the Commis- 
sion find that the proposed transaction would neither foster 
sound economic conditions in the transportation industry nor 
serve the public interest. 


PROPOSED REPORTS 
Coal 


No. 27382, Christie Transfer & Storage Co., Inc., vs. 
Union Pacific et al. By Examiner W. A. Disque. Dismissal 
proposed. Charges collected or assessed, coal, Rock Springs, 
Wyo., to complainant’s siding at Butte, Mont., proposed to be 
found to have been applicable. Shipments were made between 
February 23, 1932, and April 13, 1936. The examiner said the 
claim for damages growing out of alleged violations of sections 
2, 3 and 4 of the interstate commerce act had not been sustained. 


Cotton Twine 


No. 27376, Little Rock Textile Co. et al. vs. Missouri 
Pacific. By Examiner Leland F. James. Dismissal proposed. 
Examiner proposes that the Commission find that rates charged, 
interstate shipments, cotton twine, in less than carloads, Little 
Rock and Morrilton, Ark., to points in Arkansas, Oklahoma, 
Louisiana, and other states, be found applicable in some in- 
stances and inapplicable in others. Shipments were made be- 
tween July 1, 1935, and May 1, 1936. Examiner said the Com- 
mission should find that the charges collected on certain ship- 
ments at fifth class, 40 per cent of first class, were inapplicable, 
and that the applicable basis was third class, 70 per cent of first 
class and that undercharges were outstanding. 


Gasoline 


No. 27256, Associated Oil Co. vs. A. T. & S. F. et al. By 
Examiner John McChord. Dismissal proposed. Rates, tank 
carloads, gasoline, Avon and Sacramento, Calif., to Reno, Love- 
lock, Battle Mountain, Winnemucca and Fallon, Nev., prior to 
May 30, 1934, and on shipments from Sacramento to Carson 
City, Nev., prior to June 11, 1934, and on shipments from Avon 
and Sacramento to Elko, Nev., in the statutory period proposed 
to be found not unreasonable. 


Cattle 


No. 27361, Jacob Groot et al. vs. D. L. & W. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Rates, 
cattle, 72 cents Amherst, Wis., to Passaic, N. J., found inap- 
plicable, and 49 cents Wayland, Mich., to Mountain View, N. J., 
applicable. Applicable rate from Amherst to Passaic 75 cents. 
None of shipments shown to have been overcharged. Ship- 
ments moved in 1932 and 1934. 


Linseed Oil, Etc. 


No. 27374, Bisbee Linseed Co. et al. vs. A. G. S. et al. By 
Examiner P. F. Mackey. Recommends reparation on finding 
unreasonable rates, linseed oil and linseed oil cake meal, Phila- 
delphia, Pa., Amsterdam, N. Y., Winona, Miss., and Chicago 
Heights, Ill., to points in states in eastern half of the United 
States and in Colorado and Wyoming, to the extent they ex- 
ceeded by more than 10 per cent the rates prescribed for the 
future on similar traffic from and to the same points in Cot- 
tonseed, Its Products and Related Articles, 188 I.'C. C. 605, 
and 203 I. C. C. 177. Shipments moved between November 14, 
1928, and October 2, 1934. 


Calves 


No. 27379, A. Aron, Inc., et al. vs. Western Railway of 
Alabama et al. By Examiner Alfred G. Hagerty. Rates ap- 
plicable on calves in double-deck and single-deck carloads, 
Montgomery, Ala., to Bushwick station, Long Island, N. Y., 
proposed to be found unreasonable when charged and for the 
future to the extent that they exceeded or may exceed rates 
of 64 cents and 73.5 cents, respectively. Reparation proposed. 
Complainants alleged that the applicable rates of 79 and 91 
cents for the transportation, respectively, of double-deck and 
single-deck carload shipments of calves had been and were 
and would be unreasonable to the extent they exceeded 64 and 
73.5 cents prescribed November 13, 1930, in Montgomery Live 
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Stock Exchange vs. A. & W. P., 169 I. C. C. 207, and con- 
temporaneously maintained for like transportation from Mont- 
gomery to New York, N. Y. The examiner said the substance 
of the complaint was that Bushwick, in reference to long-haul 
traffic, generally, was a New York City rate point, so estab- 
lished by administrative action in Eastern Class Rate Investiga- 
tion, 164 I. C. C. 314. Defendants did not appear at the hear- 
ing and no evidence was offered in their behalf. 


Sheep 


No. 27334, Hauser Packing Co. et al. vs. A. T. & S. F. et al. 
By Examiner Chester E. Stiles. Proposed that complainant, 
who paid charges from transit point only on shipments of sheep 
from Del Rio, Tex., to Los Angeles, Calif., fed in transit at 
Orita, Calif., be found not to have been damaged by unreason- 
ableness in the assailed through rate. Proposes further that 
the Commission find unreasonable rates, sheep, Barnhart, Com- 
stock and Del Rio, Tex., to Los Angeles, Calif., fed in transit 
at Sandia, Calif., to the extent that they exceeded rates in con- 
formity with the scale and provisions set forth in appendix B 
in Concho Live Stock Co. vs. A. T. & S. F., 178 I. C. C. 501, 
for the distance over routes of movement excluding the out-of- 
line hauls incident to feeding in transit; plus the tariff charges 
for the out-of-line hauls to and from the feeding point and 
for transit service and sanding of cars. O. N. and J. H. Shaw 
trading as Shaw Brothers found entitled to reparation. 


Fresh Tomatoes 


No. 26109, Biggio, Inc., et al. vs. A. C. L. et al. By Exam- 
iner Alfred G. Hagerty. On further hearing, 203 I. C. C. 287, 
involving rates on fresh tomatoes, from points in Florida to 
points in other states, in reference to some of the particular 
overcharge claims there submitted, examiner recommends that 
they were within the cause of action commenced by the filing 
of the formal complaint, were there sufficiently identified and 
described to end the running of the statutory period within 
which such actions must be brought and said they should be 
refunded. Other claims found barred by the statute. He said 
defendants had expressed a willingness to make the refunds to 
the extent the action on the contested claims was found to 
have been commenced within the statutory time. 


PROPOSED MOTOR REPORTS 


BMC 50087, application of Paul Beidleman, doing business 
as Winterhaven Transfer Co. By joint board No. 47, com- 
posed of Charles R. Howe of Arizona and Warren K. Brown 
of California. Recommends denial of certificate requiring 
operation by applicant as common carrier of property at Win- 
terhaven, Calif., and between points within twenty-five miles 
thereof. Pacific Southwest Railroad Association protested. 

BMC 50024, application of Lyle B. McGill and Everett 
McGill, copartners doing business as McGill Oil Co. By joint 
board No. 19, composed of Ernest E. Blincoe of Kansas and 
Robert E. Powell of Nebraska. Permit recommended for 
operation as contract carrier of liquid petroleum products from 
Eldorado and Augusta, Kan., to Lincoln, Neb. Rail lines pro- 
tested. 

BMC 50018, application of Alfred L. Hahn, doing business 
as Hahn Truck Line. By joint board No. 29 composed of Harry 
Holden of Idaho and M. J. Foley of Wyoming. Permit recom- 
mended for operation as contract carrier of gasoline from 
Parco, Wyo., to points in Idaho. Union Pacific protested. 

BMC 29957, application of Tri-State Transit Company of 
Louisiana, Inc., to extend operations. By joint board No. 97 
composed of Gillis Cato of Mississippi. Certificate recom- 
mended for operation as common carrier of passengers, bag- 
gage, light express and mail and newspapers, between Fulton 
and Aberdeen, Miss., between Greenville and Starkville, Miss., 
betweeen Corinth and Tupelo, Miss., between Vicksburg and 
Philadelphia, Miss., via Yazoo City and Canton, Miss., between 
Natchez and Hattiesburg, Miss., and between Oxford and 
Clarksdale, Miss., in interstate commerce. Mississippi Central 
protested as to operation between Natchez and Hattiesburg. 

BMC 50115, application of Earl Bray. By joint board No. 
39, composed of Ernest E. Blincoe of Kansas and C. B. Bee of 
Oklahoma. Permit recommended for operation as a contract 
carrier of refined petroleum products between Drumright, 
Okla., and Frontenac, Kan. 

BMC 1480, application of West Ridge Transportation Co. 
By joint board No. 41, composed of M. C. Cleveland of New 
York and P. S. Stahlnecker of Pennsylvania. Certificate recom- 
mended for continued operation as a common carrier of pas- 
sengers and baggage, and to transport, in the same vehicle 
with passengers, light express, mail and newspapers, in inter- 
state commerce between Wellsville and Elmira, N. Y. Eastern 
trunk line railroads, Central Greyhound Lines, and other bus 
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lines, and Railway Express Agency, opposed the application 
but motor carrier protestants withdrew their opposition when 
application was amended to include only that part of the route 
between Wellsville and Elmira. 


MC-F 10. By Examiner Robert R. Hendon. Recom- 
mended that the Commission approve and authorize acquisi- 
tion by Santa Fe Trails, Inc., of. control of Central Arizona 
Transportation Lines, Inc., and Arizona-Utah Stages, Inc., by 
purchase of stock, the agreement among them being that for 
$75,000 the 25,000 shares of Arizona Central stock and 5,000 
shares of common stock and 100 shares of preferred stock of 
the Arizona-Utah will be transferred to the applicant. 


BMC 32541, application of Peninsula Transit Corporation. 
By joint board No. 68, composed of Raymond Sparks, of Dis- 
trict of Columbia, Harold E. West, of Maryland, and H. Lester 
Hooker, of Virginia. Proposed that certificate be granted to 
continue operation as a common carrier of passengers, light 
express matter, mail, and newspapers, over described routes 
in eastern Virginia, District of Columbia, and Maryland and 
to conduct charter parties by reason of having been engaged 
in such operations on June 1, 1935, and continuously since 
that time. 


BMC 32541, application of Peninsula Transit Corporation 
(same number and title as preceding report). By joint board 
No. 120, composed of Raymond Sparks, of District of Columbia, 
and Harold E. West, of Maryland. Recommend grant of cer- 
tificate permitting applicant to continue operation as a com- 
mon carrier of passengers, light express matter, mail, and 
newspapers in interstate commerce over described routes be- 
tween Washington, D. C., and Annapolis, Md. 


BMC 50088, application of John Fash, Edward Bell, and 
Henry Bell. By Examiner T. Naftalin. Grant of certificate 
proposed permitting operation by applicant as a common car- 
rier of household goods, between New York, N. Y., and New 
London, Conn., and intermediate points over United States 
Highway 1, but not otherwise. 


BMC 50100, common carrier application of Bluenose Bus 
Co., Ltd. By joint board No. 69, composed of Leo H. Leary, 
of Massachusetts, Winslow E. Melvin, of New Hampshire, and 
Frank J. McArdle, of Maine. Proposed that certificate be 
denied authorizing seasonal operation by Bluenose Bus Co., 
Ltd., as a common carrier of passengers and baggage of pas- 
sengers in the same vehicle in foreign commerce between 
Boston, Mass., and Sidney, N. S., over United States Highway 
No. 1 to the international boundary line. Application was 
opposed by Greyhound Lines, Inc., of New England, Mapleleaf 
Bus Service, Old Colony Coach Lines, Inc., the Bluenose Bus 
Line, Boston & Mainc, Maine Central, and Howard Patterson 
Mackenzie. Mr. Leary dissented. He thought the application 
should be granted. 


BMC 50260, application of Clarence Roy Feigley. By joint 
board No. 74, composed of Harold E. West of Maryland and 
Russell Wolfe of Pennsylvania. Proposed that certificate be 
denied for operation by applicant as a common carrier by motor 
vehicle of motor license tags in interstate commerce, between 
Cumberland, Md., and Baltimore, Md. The board found that 
this was substantially an intrastate movement and that it 
would conflict with six motor vehicle operations now beinz 
carried on under authority of the Maryland commission and 
’ with the Baltimore & Ohio, the Western Maryland, the Railway 
Express Agency, Inc., and the United States postal service. 

BMC 61599, application of Queen City Coach Co., Inc. By 
joint board No. 2, composed of R. O. Self of North Carolina, 
and J. C. Coney of South Carolina. Board recommends grant of 
certificate permitting the applicant to continue operations as a 
common Carrier, passengers, light express, mail, and newspapers 
between points in North Carolina and South Carolina. 


PETITIONS FOR REHEARING, ETC. 


No. 27522, Mac Gillis & Gibbs Co. vs. M. St. P. & S. S. M. et al. 
Baltimore & Ohio moves that the Commission order complainant to 
strike from this complaint all allegations involving strictly state com- 
merce, intrastate within Michigan. 

No. 21492, Dewey Portland Cement Co. vs. Alton & Eastern et al. 
Missouri Pacific asks for relief from operation of the sections 3 and 
13 findings and order so far as they pertain to the movement of cement, 
carloads, from Marquette to Sikeston, Mo., and intermediate points 
over the route of petitioner. 

No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association vs. A. 
& R. et al., and Sub. No. 1, H. L. Hammond et al. vs. Same. Carriers 
defendants in these proceedings involving rates on alfalfa and red 
and alsike clover seed, from Utah and Idaho points to western trunk 
line and official classification territories by E. B. Boyd their agent and 
attorney ask the Commission to modify the order decided July 13, 
1936. 

No. 25390, Abilene & Southern et al. vs. A. C. & Y. et al., em- 
bracing also No. 25692, A. & S. et al. vs. Same; No. 25692, Sub. No. 
1, A. C. & Y. et al. vs. A. & S. et al.; and Sub. No. 2, C. & N. W. 
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et al. vs. A. & S. et al.; No. 26429, A. & V. et al. vs. A. & S. et al.; 
and No. 26764, A. T. & S. F. et al. vs. A. C. & Y. et al. Southern 


lines ask for reconsideration and reargument before the entire com- 
mission. 


Ex Parte No. 104, part VI, warehousing and storage of property by 
carriers at port of New York, N. Y. Lehigh Valley Railroad Co. asks 
for rehearing, reargument and reconsideration. 

Ex Parte No. 104, part II, Louisiana Development Co. terminal 
allowance. Trustees of the estate of the C. R. I. & P. ask the Com- 
mission to postpone for a period of not less than 60 days the effective 
date of the order herein, now effective October 15. 

1. and S. No. 4187, Theo. Stivers Milling Co. vs. Southern. Com- 
plainant asks for an order for the purpose of reopening this proceed- 
ing so far as it applies to Rome, Ga., for a further investigation 
and suspension of rules, regulations and charges governing the milling 
in transit of grain and/or grain products at Rome, Ga., as shown in 
Supplement No. 47 to Southern Railway Co., Southern Grain Transit 


Tariff No. 5, I. C. C. No. A-10408, issued February 8 to become effective 
Mach 12. 


No. 27068, Simmons Co. vs. C. & N. W. et al. Defendants ask for 
reargument before and reconsideration by the entire Commission. 


SUSPENDED TARIFFS 


In I. and S. No. 4254, the Commission has suspended from 
October 3, until May 3, schedules in supplement No. 27 to 
Pope’s I. C. C. No. 19 and supplement No. 118 to Pope’s I. C. C. 
No. A710. The suspended schedules propose to apply the clay 
bases of rates on shipments of crude or ground pyrophyllite, 
in carloads, from Hemp and Glendon, N. C., to various des- 
tinations in Southern territory. 

In I. and S. No. M-30, the Commission has suspended from 
October 3 until January 1, schedules in supplement No. 2 to 
Reisch Trucking and Transportation Co., Inc., Tariff M. F. 
I. C. C. No. 1.. The suspended schedules propose to establish 
class and commodity rates resulting in reductions and changes 
between points in New Jersey, New York and Pennsylvania. 
The following is illustrative: A reduction in the rate on glue 
in bags or barrels, less than truck loads, between North Bergen, 
N. J., and Philadelphia, Pa., from 28 to 22 cents. 

In I. and S. No. M-31, the Commission has suspended from 
October 3 until January 1, schedules in supplement 36 to Demp- 
sey’s Tariff MF-I. C. C. No. 6. The suspended schedules pro- 
pose to establish commodity rates on paper articles resulting 
in reductions from Mobile, Ala., to Atlanta, Ga., a reduction 
from a present rate of 54 cents on a 12,000 pound minimum 
to 32 cents on a 10,000 pound minimum is illustrative. 

In I. and S. No. M-32, the Commission has suspended from 
October 6 until January 4 certain schedules in supplement No. 
37 to Dempsey’s MF-I. C. C. No. 6. The suspended schedules 
propose to cancel a commodity rate of 50 cents applicable on 
newspapers and newspaper supplements, any quantity, from 
Cincinnati, O., to Nashville, Tenn., leaving in effect a commod- 
ity rate of 61 cents. 

In I. and S. No. 4257, the Commission has suspended from 
October 8 until May 8 schedules in supplement No. 27 to Peel’s 
I. C. C. No. 2710. The suspended schedules propose to reduce 
the rates on glass milk bottles, in carloads, from Santa Anna 
and Three Rivers, Tex., to New Orleans, Baton Rouge and 
various intermediate Louisiana points. The following is illus- 
trative, rates being in cents a 100 pounds: 


From Santa Anna, Tex. 


To New Orleans, La.: Present—64 cents. (min. 30,000 lbs.); pro- 
posed—45 cents (min. 45,000 lbs.), 54 cents (min. 30,000 Ibs.). 


In I. and S. No. 4258, the Commission has suspended from 
October 8 until May 8 schedules in supplements Nos. 56, 58 
and 60 to Peel’s I. C. C. No. 2740 and his tariff, I. C. C. No. 2844. 
The suspended schedules propose to extend the territory in 
Louisiana on the Louisiana & Arkansas and Texas & Pacific 
Railways, from 200 miles (present) to 350 miles (proposed), 
from which cotton may be drawn to New Orleans for transit 
and reshipped to points beyond without substitution restrictions 
at New Orleans, the transit point. 


DROUGHT RELIEF RATES 


The Commission, by Commissioner Aitchison, by amend- 
ment No. 7 to drought order No. 28, on application of L. E. 
Kipp, has added the Western Pacific to the list of participants 
in reduced rates on live stock authorized in order No. 28. All 
carriers have been authorized to extend the relief rates from 
and to additional counties in Montana. 

The Commission, by Commissioner Aitchison, in amend- 
ment No. 4 to drought order No. 32, on application of the Great 
Northern, has changed No. 32 so as to include, in the list of 
animal feeds on which reduced rates may be made, bran. 
shorts, middlings, cottonseed cake or meal and cottonseed hull 
bran. The order has also been amended so as to extend the 
authority to make the reduced rates from October 21 to 
November 21. 
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RAIL RATE CHANGE PROPOSAL 


The Traffic World Washington Bureau 


A vast thumbing of records by members of the Commis- 
sion’s staff having primarily to do with its traffic and tariff 
work has taken place since the announcement by the railroads 
(see Traffic World, Oct. 3, p. 611) of their intention to go ahead 
with their plan to increase rates so as to assure themselves 
of at least some of the revenue now derived from the Ex Parte 
No. 115 charges after those charges have expired with the 
end of the year. The search has been for facts on which the 
course of the Commission can be based in dealing with tariffs 
that may be filed, if each filing is not preceded by a petition 
asking that an order freezing rates prescribed in a formal 
case, “until the further order,” be set aside. That freezing is 
accomplished by a direction that the rates so prescribed be 
maintained until the further order of the Commission. That 
part of the order in a formal case is referred to as the “main- 
tenance order.” 

When the act to regulate commerce was passed the Com- 
mission was authorized to require the maintenance of rates 
prescribed by it for not more than two years. When the law 
was revised the limitation of two years was removed. The 
Commission then began putting in the requirement that the 
rates prescribed be maintained until its further order. It has 
power to require them to be maintained for whatever period 
it deems desirable but, generally if not invariably, the order 
requires maintenance until further order. 

The question now is what shall be done if the railroads 
do not ask, in connection with every tariff they may prepare, 
for the modification of outstanding orders requiring the main- 
tenance of the rates proposed to be changed. 

So far the searchers of the records have not found any 
utterance by the Commission that helps them give a definite 
answer. 

Instances have been found in which carriers have asked 
for and have obtained the lifting of orders deemed to hold in 
effect specific rates. It is known, however, that changes have 
had to be made in rates not definitely embraced within the 
scope of Commission orders. A query in connection with that 
is as to whether the maintenance order can be construed as 
also holding in effect rates changed in connection with an 
order in a formal case for relationship of rates reasons. 


The railroads, when they filed their petition, July 27, look- 
ing to the translation of the present emergency charges au- 
thorized in Ex Parte No. 115 into permanent rates, gave it a 
title seemingly indicating that they considered petitions for 
the modification of outstanding orders as of prime importance. 
The title they put on the.cover of the document then filed was, 
“petition of class I railroads for the modification of outstand- 
ing orders and for other relief to enable them to publish and 
file tariffs translating present emergency charges into perma- 
nent rates.” 

Some men in the Commission have been inclined to the 
view that the filing of a tariff proposing changes in prescribed 
rates was equivalent to the filing of a petition asking ‘that 
the maintenance order covering changes shown in the tariff 
be lifted. They have had no doubt but that rates so filed, if 
not suspended by the Commission, would be evidence that the 
Commission had changed its mind and, in effect, had removed 
the bar of the maintenance order by the single act of per- 
mitting the tariff to become operative. In support of that 
view they point to the statute directing carriers to file tariffs 
naming the charges they desire to impose. 

_ It is recognized that the questions in connection with the 
point pertain to the mechanics of the matter. It is recognized 
that the Commission could insist that before a tariff be filed 
that there be favorable action on a petition to set aside out- 
standing maintenance orders, especially if a majority of the 
commissioners were inclined to the view that an increase in 
rates was not warranted. Insistence by the Commission that 
favorable action on a petition to set aside an outstanding order 
be a condition precedent to the filing of tariffs, in such a state 
of mind of commissioners, it has been suggested, would delay 
any move by carriers. 


SOUTHERN CLASS RATES 


_ More than a score of petitions have been sent to the Com- 
mission by southern state commissions, civic and commercial 
associations, individual shippers, and the Southern Traffic 
League, asking it to institute a class rate investigation. An- 
nouncement that such petitions would be filed was made by 
W. S. Creighton. (See Traffic World, Sept. 26, p. 568.) The 
petitions which have been made public by the Commission are 
Similar in content and language to the petition of the Atlanta 
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Paper Co. (See Traffic World, Oct. 3, p. 620.) The petitioners 
are: 

Southern Traffic League; South Carolina Public Service 
Commission; Birmingham, Ala., Traffic Association; Alabama 
Public Service Commission; Traffic Bureau of Nashville, Tenn.; 
Wilmington, N. C., Port Traffic Association, Inc.; Joint Con- 
ference of Southern State Commissioners and Shippers; W. S. 
Dickey Clay Manufacturing Co.; Florida Rate Conference; 
Association of Southeastern Railroad and Public Utilities Com- 
missioners; North Carolina Utilities Commission, North Caro- 
lina Traffic League, Inc., and Charlotte Shippers & Manufac- 
turers, Inc.; Chattanooga Manufacturers’ Association; Ralston 
Purina Co., Nashville, Tenn.; Louisiana Public Service Com- 
mission; Charleston, S. C., County Traffic Bureau; Macon, Ga., 
Chamber of Commerce; Danville, Va., Chamber of Commerce 
and Southside Virginia Just Freight Rate Association; Missis- 
sippi Railroad Commission; Railroad and Public Utilities Com- 
mission of Tennessee; Georgia Public Service Commission; and 
Atlanta Paper Co. 


SOUTHERN GRAIN RATES 

The Birmingham Grain Dealers’ Association has asked the 
Commission, in No. 17000, part 7-A, grain and grain products 
between points in southern territory, to withhold the assign- 
ment of dates for conducting hearings in this case with a view 
to having the grain rates which became effective July 13 in 
southern territory given a trial. The association expresses the 
belief that the rates now in effect should be given a fair trial 
for the purpose of ascertaining whether they will be found to 
be reasonable and nondiscriminatory. The association said it 
was aware that several complaints had been filed with the 
Commission and consolidated with No. 17000, part 7-A, and that 
it was alleged, in which allegation the association concurred, 
that there should be a continuance of the present rates for a 
reasonable length of time and that such continuance would 
result in all or a majority of the complaints being withdrawn. 


HOCH-SMITH GRAIN 


The Commission, by order in No. 17000, part 7, grain and 
grain products within the western district and for export, has 
authorized the Great Northern and the Minneapolis, St. Paul & 
Sault Ste. Marie, to continue the existing adjustment of lower 
rates on coarse grains than on wheat where such situations now 
exist, between Duluth, Minn., and Superior, Wis., on the one 
hand, and other points on their lines in Minnesota, on the 
other, until such time as the intrastate rates of the Northern 
Pacific between the same points are increased to the basis 
prescribed for interstate traffic by the previous orders in this 
proceeding. Previous orders in this case have been modified 
accordingly. 

The Commission, by order in the same case, has denied 
the petition of the New Orleans Joint Traffic Bureau and the 
Tex-O-Kan Flour Mills Co., and others, for reopening, reargu- 
ment, further hearing and modification of the order. 


ICK FOR PERISHABLE FREIGHT 


So as to put all shippers of perishables moving under 
section 4 charges of Dearborn’s perishable protective tariff 
No. 7, the Commission has set aside its order of June 2 in No. 
20769, charges for protective service to perishable freight, and 
has authorized Agent Dearborn to file tariffs reestablishing the 
section 4 charges that were in effect September 9. At the same 
time the Commission reopened the case “solely for the purpose 
of determining whether or not any line-haul rate prescribed 
in any effective and outstanding order of the Commission on 
any traffic moving under the special rules and charges govern- 
ing services of icing and reicing as provided in section 4 of the 
perishable protective tariff, Agent Dearborn’s I. C. C. No. 7, in- 
cluded any amount as compensation to the carriers for any 
portion of the cost of rendering such icing and reicing services, 
and the amount, if any, so included.” 

This reopened proceeding has been assigned for further 
hearing for the reception of evidence relevant to the question 
outlined in the preceding paragraph at Chicago, October 27, at 
ten o’clock a. m., before Examiner F. L. Sharp, at the Hotel 
Morrison. 

This restoration of the old section 4 charges was made 
largely on the complaint of shippers of bananas and coconuts 
and railroads hauling them that they had been discriminated 
against by reason of the action of the federal court in Chicago 
in enjoining the collection of the section 4 charges by specified 
railroads from specified shippers and the action of the Commis- 
sion in later setting aside its order of June 2 so as to allow the 
reestablishment of rates on competitive traffic (see Traffic 
World, Sept. 26, p. 563). 

Bananas and coconuts were not included in the restored 





Tee Ne EPO te 


PAGE 672 


section 4 charges, those having charge of the matter being 
under the impression that they were competitive with fruits and 
vegetables which moved under the charges provided in section 
2 of the Dearborn tariff. 

The limitation placed on the testimony to be given at the 
Chicago hearing was established on account of the allegation 
in the court at Chicago that the line haul rates on the articles 
involved were made high enough to cover the costs for icing and 
reicing, and services in connection with the icing and reicing. 

Section 2 charges are not affected by this reopening of 
the case. 

R. C. Dearborn, chairman of the National Perishable 
Freight Committee, has asked the Commission, in No. 20769, 
charges for protective service to perishable freight, for au- 
thority for the railroads to make refunds of section four perish- 
able charges, collected from shippers between September 10 
and October 8, in excess of those which would have accrued 
on the basis rates in effect September 9. The object is to make 
refund to those shippers who did not get the benefit of the 
injunction issued by the federal court in Chicago holding up 
the charges prescribed by the Commission in its report of 
June 2. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11224, Rumford Falls & Range- 
ley Lakes Railroad Company et al. abandonment, permitting the 
abandonment, as to interstate and foreign commerce, by the Rumford 
Falls & Rangeley Lakes Railroad Company of its entire line of rail- 
road in Oxford and Franklin counties, Me., and abandonment of 
operation thereof by the Portland & Rumford Falls Railroad and the 
Maine Central Railroad Company, approved. 

Report and certificate in F. D. No. 11260, Maine Central Railroad 
Company abandonment, permitting abandonment by the Maine Cen- 
tral Railroad Company of a branch line of railroad in Franklin and 
Oxford counties, Me., approved. 

Report and order in F. D. No. 11345, Union Pacific Railroad Com- 
pany bonds, granting authority to issue not exceeding $20,000,000 of 
34-year 3% per cent debenture bonds, to be sold at 97% and accrued 
interest, and the proceeds, together with treasury funds, used to 
redeem outstanding bonds, approved. 

Report and certificate in F. D. No. 11288, Duluth & Iron Range 
Railroad Company et al. abandonment, permitting abandonment by 
the Duluth & Iron Range Railroad Company of a branch line of 
railroad in Lake and St. Louis counties, Minn., and abandonment of 
operation thereof by the Duluth, Missabe & Northern Railway Com- 
pany, lessee, approved. 


FINANCE APPLICATIONS 


Finance No. 11377. Lime Rock Railroad Co. asks authority to 
abandon a part of its line at South End, Rockland, Me., about a 
mile and a half long, which connects with the Maine Central. Op- 
eration of the line was abanduued in 1934 and, the applicant said, 
none of the former users of it had made any complaint. 

Finance No. 11375. Charles M. Thomson, trustee of the Chicago 
& Eastern Illinois Railway Co., asks order authorizing him to acquire 
500 box cars from General American Transportation Corporation at 
approximately $2,700 a car, and to finance 80 per cent of the purchase 
price under agreement with the General American by issuance of 
not to exceed $1,080,000 of 3% per cent equipment trust certificates. 

BMC F-120. Application of Safeway Lines, Inc., Chicago, Ill., to 
acquire control of Nevin Transit, Inc., Nevin Midland Lines and Silver 
Dart Lines, Inc., motor passenger carriers operating in New Jersey, 
New York, Maryland, Pennsylvania, District of Columbia, and be- 
tween New York City and Boston. 

BMC F-121. Joint application of D. L. Wartena, doing business 
as Wartena Transfer Co., Detroit, Mich., and D. L. Wartena, Inc., of 
Memphis, Tenn., and Fisher Transports, Inc., Memphis, Tenn., to 
consolidate ownership, management and operation of the property 
and certificates of D. L. Wartena with D. L. Wartena, Inc., and to 
merge properties of Fisher Transports, Inc., into one corporation 
known as D. L. Wartena, Inc., for ownership, management and 
operation of the properties heretofore in separate ownership of D. 
L. Wartena, Inc., and Fisher Transports, Inc. 

BMC F-122. Pacific Freight Lines Express, formerly Boulevard 
Transportation Co., Los Angeles, Calif., asks ratification of purchase of 
operative rights of Martin Richards, doing business as Richards Ex- 
press Co. 

No. 11373. Philadelphia, Baltimore & Washington Railroad Co. 
and Pennsylvania Railroad Co., lessee, ask authority to abandon that 
part of the railroad of the P. B. & W. extending from Academy 
Junction to the Southern Maryland Agricultural Association race 
track, near Bowie, Md., a distance of approximately 6 miles. Abandon- 
ment is desired on account of the ability of the Pennsylvania, the 
lessee of the W. B. & A., to reach the Bowle race track over a 
shorter line composed of the tracks of the abandoned Washington, 
Baltimore & Annapolis Electric Railway and an industry. 

No. 11374. Philadelphia, Baltimore & Washington Railroad Co. 
and Pennsylvania Railroad Co., ask authority to extend the railroad 
owned by the former and operated by the latter by the acquisition 
of 1.47 miles of industrial track in Prince George county, Md., en- 
abling it to reach the Bowle race track. 

Finance No. 11366. Lucien C. Sprague and John Junell, as co-re- 
ceivers of the Minneapolis & St. Louis Railroad Co., ask for authority 
to issue $1,008,000 of receivers’ certificates in renewal of an obligation 
for a like amount now outstanding. The certificates are to be dated on 
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or about November 27, and payable on or before six months with in- 
terest at a rate to be agreed on. 

Finance No. 11367. Maine Central Railroad Co. asks authority to 
acquire control of the Dexter & Piscataquis Railroad Co. through pur- 
chase of 1,193 shares of its 1,220 shares of stock outstanding. The appli- 
cant holds the property of the carrier the stock of which is to be ac- 
quired under a 999 year lease. The applicant owns the entire capital 
stock of the SamOset Company which owns the 1,193 shares to be ac- 
quired. The applicant proposes to acquire the stock held by the Sam- 
Oset company at not more than $30 a share, its estimated value. The 
purchase, the applicant said, would enable it to avoid preventable ex- 
pense, simplify and improve intercorporate relations and transactions 
between the applicant and the carrier and be in furtherance of the 
plan of consolidation made by the Commission in 159 I. C. C. 522. 

Finance No. 11368. Chicago & North Western Railway Co. and 
Charles P. Megan, trustee, ask authority to abandon parts of a branch 
line between Manning and Harlam, Ia., and to operate under trackage 
rights over the parallel main line of the Chicago Great Western. The 
trackage totals about 21.46 miles. A considerable part of the involved 
trackage, the application says, has been washed out and otherwise 
seriously damaged by flood waters. Under the proposed arrangement 
heavy expenditures in the rehabilitation of the trackage, according to 
the application, will be avoided. 

Finance No. 11369, Gulf, Colorado & Santa Fe Railway Co. and 
Concho, San Saba & Llano Valley Railroad Co., asks authority to 
abandon a line extending from Miles to Paint Rock, Tex., a distance of 
approximately 16.74 miles. The line has recently been damaged by 
high water. It would cost about $41,000 to rehabilitate it, but the ap- 
plicants say its traffic has diminished so much that it is no longer re- 
quired by the public. 

Finance No. 11376. Wisconsin Central Railway Co. and E. A. 
Whimman, its receiver, and the Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co., asks for authority to abandon and remove 5.23 
miles of branch line between Luger Junction and Lugerville, Wis. 
The branch was built in 1905 to serve a timber and lumber operation. 


BURLINGTON ABANDONMENT 


The Burlington has been authorized by the Commission in 
Finance No. 10969, Chicago, Burlington & Quincy Railroad Co. 
abandonment, to abandon parts of its branch line in Appanoose 
county, Ia., and in Putnam, Schuyler, Adair and Macon counties, 
Mo., extending from Sedan, Ia., to a point near Novinger, Mo., 
a distance of about 31.25 miles, and from a point near South 
Gifford to Elmer, Mo., a distance of about 4.69 miles. The two 
segments are parts of a branch beginning at Sedan, Ia., and 
extending to Elmer, Mo. The branch passes through a farm- 
ing and live stock grazing region and near off-track coal mines. 
Communities along the branch opposed abandonment. The 
Burlington submitted financial statistics covering the six years 
1930-35 showing a net railway operating deficit of $152,224. 


LOANS TO RAILROADS 


In Finance No. 9336, Missouri Southern Railroad Co. re- 
construction loan, the Commission, by division 4, in a second 
supplemental report, having found that Missouri Southern was 
not in need of financial reorganization at this time, has ap- 
proved extension for not more than one year, the time for the 
payment of the loan received by the carrier from the RFC 
amounting to $33,000 and maturing October 7. 

The Commission, by division 4, in the fourth supplemental 
report in Finance No. 9244, Florida East Coast Railway Co. 
receivers’ reconstruction loan, on a supplemental application of 
the Florida East Coast has approved release of lien on a part 
of its property embraced in the Key West extension to secure 
a loan of $627,075 from the RFC. Receivers’ certificates were 
issued as security for the loan. The part of the Key West 
extension released from obligation as security for the certifi- 
cates extends between mile posts 397 and 519. The Key West 
extension extends from Homestead to Key West, a distance of 
128 miles. Large parts of it were destroyed by the hurricane 
of September 2, 1935, and its operation was discontinued. Pub- 
lic authorities in Florida have offered to purchase the rights 
of way and existing railroad structures between mile posts 
397 and 519, a distance of about 122 miles, at a price of $640,000, 
in cash and other considerations so as to utilize them in the 
construction of a highway that will reach Key West. The 
receivers expect to retain ownership of materials salvaged of 
an estimated value of about $542,600. Release of the part 
authorized to be abandoned from the obligations of the secu- 
rity pledge will enable the railfoad receivers to sell the property. 
The Commission, however, expressed the view that one-half of 
the sum received from the sale of the property released should 
be paid on the principal of the loan from the RFC. Its release 
is subject to that condition. 


D. & R. G. W. REORGANIZATION 


In Finance No. 11002, Denver & Rio Grande Western re- 
organization, the Commission has permitted the Savings Bank 
of Baltimore to intervene. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(District Court, S. D. Texas, Houston Division.) Rail 
shipment of uncompressed cotton by seller from point in Texas 
to ‘'exas port, with intermediate stop for compressing, for export 
by buyer to other states and foreign countries, held shipment 
in “interstate” and “toreign commerce” within rate regulation 
of Interstate Commerce Act, so that buyer was entitled to 
declaratory judgment to that effect, and to injunction against 
future suits by railroad companies in state courts for payment 
of intrastate rates on rail shipments (Interstate Commerce 
Act, 49 U. S. C. A., Sec. 1 et seq.; Jud. Code, Secs. 24(8), 274d, 
as amended, 28 U.S. C. A., Secs. 41(8), 400). (Anderson, Clay- 
ton & Co. vs. Wichita Valley Ry. Co., 15 Fed. Sup. 475.) 





(District Court, S. D. California, Central Division.) Suit 
by companies operating passenger stage lines to enjoin enforce- 
ment of statute requiring that each agent selling tickets should 
give bond conditioned on faithful performance of contract of 
transportation held not dismissible on ground that companies 
had no justifiable interest in subject matter, notwithstanding 
construction of statute so as to arbitrarily excuse officers and 
employes of companies in sale of tickets over their own lines 
(St. Cal. 1933, p. 1011, as amended by St. Cal. 1935, p. 1833). 
(Motor Transport Co. vs. Railroad Commission of California, 
15 Fed. Sup. 630.) 

Motor transportation companies engaged in interstate 
business held not estopped from maintaining suit to enjoin en- 
forcement of state statute requiring agent selling tickets over 
state’s highways to give bond conditioned on faithful perform- 
ance of contract of transportation by compliance with and 
affirmatively favoring enforcement of statute prior to adop- 
tion of amendment by which statute was rendered applicable 
to all stage ticket selling which was adopted in same year 
that United States government extended regulation over sub- 
ject of matter (St. Cal. 1933, p. 1011, as amended by St. Cal. 
1935, p. 1833; 49 U. S. C. A., Sec. 301 et seq.).—Ibid. 


State statute requiring each agent of motor stage company 
selling tickets over highways of state to procure license and 
to give $5,000 bond conditioned on faithful performance of con- 
tract of transportation held unconstitutional as direct burden 
on interstate commerce as applied to motor stage companies 
engaging in interstate commerce (St. Cal. 1933, p. 1011, as 
amended by St. Cal. 1935, p. 1833, 49 U. S. C. A., Sec. 301 et 
seq.; Const. Art. 1, Sec. 8, cl. 3).—Ibid. 





(Supreme Court of Texas.) State highways are public 
property, and their use for gain may be regulated or prohibited 
by legislature as it sees fit. (New Way Lumber Co. vs. Smith, 
96 S. W. Rep. (2d) 282.) 

States power to regulate traffic over public highways in- 
cludes right to permit or prohibit motor vehicles operated for 
compensation or hire to use highways under such regulations 
as legislature may see fit to prescribe, and railroad commis- 
sion or any other tribunal may be authorized to carry out 
details of such regulations.—Ibid. 

Trucks, owned and used by lumber company in transport- 
ing lumber over nonurban state highways for which company 
made delivery charge based upon weight of truck and distance 
traveled, held “contract carriers” subject to statute requiring 
operators to obtain permits from state railroad commission 
(Vernon’s Ann. Civ. St. Art. 911b).—Ibid. 

Section of statute authorizing state license and weight in- 
spectors, upon reasonable belief that gross weight of loaded 
vehicles is unlawful, to require that vehicle be weighed and 
that excess weight, if any, be unloaded, without setting out 
lawful gross weight, must be construed in connection with sec- 
tions prescribing weight of load (Vernon’s Ann. P. C., Art. 827a, 
Secs. 5, 5(b), 6).—Ibid. 

It is common knowledge that many persons are injured 
and many lives lost through operation of motor vehicles on 
public highways.—Ibid. 

Contract carriers on public highways for compensation 
have no vested rights in state public highways, and are subject 
to regulations prescribed by legislature.—Ibid. 
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Statute authorizing state highway officers, upon reasonable 
belief that motor carrier operated for compensation or hire 
on public highway is being operated without permit or with 
unlawful load, to stop driver without search warrant and, if 
necessary, to ascertain whether operation is in violation of law, 
held not unconstitutional as authorizing “unreasonable search 
and seizure” (Vernon’s Ann. P. C. Art. 827a, Secs. 6, 16; Ver- 
non’s Ann. Civ. St. Art. 911b; Art 4413(11), subd. 4; Art. 
4413(12), subd. 4; Const. Tex. Art. 1, Sec. 9; Const. U. S. 
Amend. 4).—Ibid. 


ELKINS ACT INDICTMENT 
Secretary McGinty has issued the following statement: 


The Commission has been advised that on October 2, 1936, in the 
United States district court for the southern district of New York, a 
joint indictment was returned, under section 1 of the Elkins act, against 
Rice Lake Cheese Co. and Harry Solomon, charging these defendants 
with soliciting concessions by the device of false claims filed with 
certain carriers. The indictment is in three counts and charges the 
filing of a false claim with the New York Central Railroad Co. for 
$2,145.14, with the Baltimore & Ohio Railroad Co. for $1,897.23, and 
with the Delaware, Lackawanna & Western Railroad Co. for $917.97, 
on three carload shipments of cheese transported from Wisconsin to 
New York, N. Y. This matter was investigated by representatives of 
the Commission’s Bureau of Inquiry. 


MOLASSES FOURTH SECTION . 


The Commission, by division 2, in fourth section order No. 
12521 (not a report and order), blackstrap molasses from north 
Atlantic ports, has authorized temporary fourth section relief to 
parties to Curlett’s I. C. C. Nos. A330, A354, A355; and Van 
Ummersen’s I. C. C. Nos. 160 and 250, from the north Atlantic 
ports to destinations in trunk line and central territories ex- 
tended zone C territory in Wisconsin. The relief is to continue 
until the effective date of the order to be entered after further 
consideration of fourth section application No. 16488. (See 
Traffic World, Sept. 5, p. 426.) 

The carriers are authorized to establish and maintain rates 
on blackstrap molasses, including final molasses and refiners’ 
residual syrup (the end product of the sugar refining process), 
in tank cars, minimum weight 90 per cent of the gallonage 
capacity of the shell of tank unless the minimum exceeds the 
carrying capacity of the car, in which event the minimum 
weight will be the carrying capacity of the car. The weights 
are to be computed at 11.7 pounds a gallon. They are au- 
thorized to establish over existing routes of the same kind 
over which they have relief to maintain departures in connec- 
tion with import class rates from the ports to the destination 
territories mentioned, rates constructed on the basis set forth 
in the application and to maintain higher rates to intermediate 
points provided that the rates to higher-rated intermediate 
points shall not exceed rates constructed on the basis set forth 
in the application or the lowest combination of rates subject 
to the interstate commerce act. 





SUGAR FROM SAVANNAH 


The Commission, by division 2, in fourth section order No. 
12527, sugar from, Savannah and Port Wentworth, Ga., to 
Columbia, S. C., by order (not a report and order), based on 
fourth section application No. 16508, has authorized the Atlantic 
Coast Line and the Savannah & Atlanta Railway, to establish 
and maintain rates on sugar over the routes set forth in their 
application, except by way of Augusta, Ga., in single bags, 
except raw sugar, in double bags or barrels or boxes, and raw 
sugar in cloth bags, minimum 60,000 pounds, to Columbia, from 
Savannah and Port Wentworth, Ga., the. same as contempo- 
raneously in effect over the direct route from and to the same 
points, but not less than 12 cents a 100 pounds without regard 
to the long-and-short-haul part of section 4: The relief is to 
continue until the effective of the further order to be entered 
in fourth section application No. 16508. 

The relief is subject to the provision that rates to higher- 
rated intermediate points shall not exceed the basis prescribed 
or approved in Southwestern Sugar Investigation, 132 I. C. C. 
477 and 142 I. C. C. 459. It is also subject to the limitation 
that the rate shall not exceed the lowest combination and shall 
not include intermediate points as to which the hauls of the 
= line or route is not longer than that of the direct 

ine. 


PETROLEUM FOURTH SECTION RELIEF 


So as to allow tariff publishing agents more opportunity to 
prepare schedules the Commission has extended the effective 
date of fourth section orders in four instances so that relief 
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other than that granted by the fourth section orders will ex- 
pire April 11, 1937. 

In eighth supplemental fourth section order No. 11628, pe- 
troleum products in the south, based on fourth section appli- 
cation No. 14476 and others and with Refined Petroleum 
Products in the Southwest, 203 I. C. C. 103, the effective date 
has been postponed from October 11, 1936, to April 11, 1937; 
like action has been taken in tenth supplemental fourth section 
order No. 10614, refined petroleum products in the southwest, 
based on fourth section application No. 14378; and in supple- 
mental fourth section order No. 12455, crude oil and casing- 
head gasoline in the southwest. In supplemental fourth section 
order No. 12392, petroleum products from Flinton, Ill., based 
on fourth section applications Nos. 15991 and 16201, petroleum 
products from Flinton, Ill., 216 I. C. C. 457, the postponement 
has been from October 27, 1936, to April 11, 1937. 


RAILROAD EARNINGS 


Class I railroads of the United States in the first eight 
months of 1936 had a net railway operating income of $364,- 
697,978, which was at the annual rate of return of 2.30 per 
cent on their property investment, according to reports filed 
by the carriers with the Bureau of Railway Economics of the 
Association of American Railroads (see Traffic World, Oct. 3). 
In the first eight months of 1935 their net railway operating 
income was $263,852,503 or 1.66 per cent on their property in- 
vestment, and in the first eight months of 1930 net railway 
operating income was $556,466,258 or 3.45 per cent on property 
investment. Continuing, the bureau says: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest and 
other fixed charges are paid. 

This compilation as to earnings for the first eight months of 1936 
is based on reports from 140 Class I railroads representing a total of 
236,936 miles. 

Gross operating revenues for the first eight months of 1936 totaled 
$2,573,257,647 compared with $2,204,833,031 for the same period in 1935, 
and $3,615,795,956 for the same period in 1930, an increase of 16.7 per 
cent in 1936 over 1935, but 28.8 per cent below 1930. Operating expenses 
for the first eight months of 1936 amounted to $1,916,048,550 compared 
with $1,699,321,769 for the same period in 1935, and $2,732,817,443 for 
the same period in 1930. Operating expenses for the first eight months 
of 1936 were 12.8 per cent greater than in the same period of 1935, 
but 29.9 per cent under 1930. 

Class I railroads in the first eight months of 1936 paid $204,542s689 
in taxes compared with $161,711,951 in the same period in 1935, and 
$243,817,706 in the same period in 1930. For the month of August alone, 
the tax bill of the Class I railroads amounted to $27,963,417, an in- 
crease of $7,458,445 or 36.4 per cent over August, 1935. 

Twenty-two Class I railroads failed to earn expenses and taxes in 
the first eight months of 1936, of which eight were in the Eastern Dis- 
trict, three in the Southern District and eleven in the Western District. 

Class I railroads for the month of August alone had a net railway 
operating income of $64,680,717, which, for that month, was at the an- 
nual rate of return of 2.28 per cent on their property investment. In 
August, 1935, their net railway operating income was $42,156,706 or 
1.48 per cent on investment, and in August, 1930, was $96,017,672 or 
3.33 per cent return on investment, 

Gross operating revenues for the month of August amounted to 
$350,584,820 compared with $293,989,543 in August, 1935, and $466,442,467 
in August, 1930. Operating expenses in August totaled $246,299,475 
compared with $221,353,466 in the same month in 1935, and $327,250,055 
in August, 1930. 


; 
Eastern District 


Class I railroads in the Eastern District for the first eight months 
in 1936 had a net railway operating income of $228,596,865, which was 
at the annual rate of return of 2.91 per cent on their property invest- 
ment. For the same period in 1935, their net railway operating income 
was $182,334,828, or 2.32 per cent on their property investment, and 
for the same period in 1930 was $304,518,751, or 3.92 per cent on in- 
vestment. Gross operating revenues of the Class I railroads in the 
Eastern District for the first eight months in 1936 totaled $1,306,148,559, 
an increase of 15.3 per cent, compared with 1935, but 28.1 per cent 
under 1930. Operating expenses totaled $932,597,722, an increase of 
12.3 per cent above the same period in 1935, but 31.3 per cent below 
the first eight months of 1930. 

Class I railroads in the Eastern District for the month of August 
had a net railway operating income of $34,493,095 compared with $22,- 
542,746 in August, 1935, and $44,581,813 in August, 1930. 


Southern District 


Class I railroads in the Southern District for the first eight months 
of 1936 had a net railway operating income of $45,094,522, which was at 
the annual rate of return of 2.22 per cent on their property investment. 
For the same period in 1935, their net railway operating income 
amounted to $29,671,029, which was at the annual rate of return of 
1.45 per cent on their property investment, and for the same period 
in 1930 was $54,492,644 or 2.56 per cent on investment. Gross operating 
revenues of the Class I railroads in the Southern District for the first 
eight months in 1936 amounted to $320,461,209, an increase of 15.1 per 
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cent compared with the same period of 1935, and a decrease of 27.5 per 
cent under 1930. Operating expenses totaled $243,265,062, an increase of 
9.3 per cent above the same period in 1935, but 30.7 per cent under 
1930. 

Class I railroads in the Southern District for the month of August 
had a net railway operating income of $6,609,394 compared with $3,- 
242,837 in August, 1935, and $5,848,822 in August, 1930. 


Western District 


Class I railroads in the Western District for the first eight months 
in 1936 had a net railway operating income of $91,006,591 which was at 
the annual rate of return of 1.52 per cent. For the same eight months 
in 1935, the railroads in that District had a net railway operating in- 
come of $51,846,646, which was at the annual rate of return of 0.86 per 
cent, and for the same period in 1930 was $197,454,863, or 3.17 per cent 
on investment. Gross operating revenues of the Class I railroads in the 
Western District for the first eight months’ period in 1936 amounted 
to $946,647,879, an increase of 19.3 per cent over the same period in 
1935, and a decrease of 30.2 per cent under 1930. Operating expenses 
totaled $740,185,766, an increase of 14.5 per cent compared with the 
same period in 1935, but 27.7 per cent below 1930. 

For the month of August alone, the Class I railroads in the Western 
District reported a net railway operating income of $23,578,228 com- 
pared with $16,371,123 for the same roads in August, 1935, and $45,- 
587,037 in August, 1930. 


CLASS | RAILROADS—UNITED STATES 
Month of August 


1936 1935 1930 

Total operating revenues ...$ 350,584,820 $ 293,989,543 $ 466,442,467 
Total operating expenses .... 246,299,475 221,353,466 327,250,055 
Taxes 20,504,972 32,185,421 
Net railway operating 

come ,680, 42,156,706 96,017,672 
Operating ratio—per cent .. 75.29 70.16 
Rate of return on property 

investment . 1.48 3.33 


Eight Months Ended August 31 


1936 1935 1930 
Total operating revenues ...$2,573,257,647 $2,204,833,031 $3,615,795,956 
Total operating expenses . 1,916,048,550 1,699,321,769 2,732,817,443 
Taxes 161,711,951 243,817,706 
Net railway operating 
come 364,697,978 


263,852,503 556,466,258 


Operating ratio—per cent ... 74.46 77.07 75.58 
Rate of return on property 
investment 2.30 1.66 3.45 


DAKOTAS IN A RATE FIGHT 


In The Traffic World, September 26, p. 567, it was errone- 
ously stated that the North Dakota commission protested 
against the reductions in rates on hides, pelts and skins pro- 
posed in the tariffs suspended in I. and S. No. 4242. The North 
Dakota commission supported the proposals in replying to 
Aberdeen, S. D., and South Dakota commission requests for 
suspension. It was also erroneously stated that North Dakota 
withdrew its protest when the railroads agreed to make changes 
in Aberdeen rates. The withdrawal was made by the Commerce 
Association of Aberdeen. 


CARRIERS TO FURNISH COAL DATA 


The Commission, by order, in No. 27457, Harlan County 
Coal Operators’ Association vs. L. & N. et al., and I. and S. 
No. 4234, coal from Virginia, Kentucky and Tennessee, to the 
southeast, on request of the Virginia Coal Operators’ Associa- 
tion and others, interveners and protestants in these cases, has 
required the Louisville & Nashville, Interstate Railroad, Caro- 
lina, Clinchfield & Ohio, Clinchfield Northern of Kentucky, 
Norfolk & Western and Southern Railway to furnish on or 
before November 4 information concerning the following: 


All carload shipments of commercial coal, including railway fuel 
coal, but excluding coal for transhipment at the ports, originated 
at mines or shipping points on their respective lines in Harlan 
county, Ky., and such origin shipping points or mines in Bell county, 
Ky., as are included in group 4 as defined in Louisville & Nashville I. 
C. C. No. A-16297, and in the southwestern Virginia groups, including 
Clinch Valley No. 2 on the Norfolk & Western, made in the year 
1935, and during the first six months of 1936, to all destinations in 
North Carolina and South Carolina, to Jacksonville, Fla., and to the 
following destinations in Georgia: Augusta, Cornelia, Elberton, Hart- 
well, McAdoo, Mtlen, Monroe, Old Church, Savannah, Social Circle, 
Statesboro, Swainsboro, Toccoa and Waynesboro. 


CHANGES IN DOCKET 
Hearing in Finance No. 10813, assigned for October 8, Washing- 
ton, D. C., before Examiners Jewell and Bernhard, has been canceled 
and reassigned for November 9, at Washington, D. C., before the 
same examiners. 
Hearing in MC 50293, set at Madison, Wis., October 9, before Ex- 
aminer Aplin, was vanceled. 
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October 10, 1936 


Labor and Bus Transport 


‘Second of Delayed Coordinator Reports Covers Labor 


Conditions in Highway Transport Field—Two 
Other Reports in Same Group to Follow 


The first of three parts of a report on hours, wages and 
working conditions in the intercity motor transport industries, 
relating to motor bus transportation, prepared by the staff of 
the Federal Coordinator of Transportation, but not ready for 
publication at the expiration of the Coordinator’s term June 16, 
has been issued by the former Coordinator, Joseph B. Eastman. 

Part II of the report will deal with labor and trucking 
industry and Part III with considerations common to motor bus 
and motor truck transportation. These reports are part of the 
group of reports prepared after surveys were made with respect 
to labor and the transportation industries, and according to Dr. 
Charles S. Morgan, who was director of the Coordinator’s sec- 
tion of research, constitute a survey of labor standards in all 
forms of domestic transportation, other than that of a purely 
local character. The bus report was prepared under the joint 
direction of Dr. Mogan and Otto S. Beyer, formerly head of 
the Coordinator’s section of labor relations, by Edward T. 
Paxton and Mortimer W. LaFever, assisted by John D. Nelson, 
Rolston Lyon, Thomas Leonard, R. W. McCraith and M. B. 
Buckman. H. P. Dalzell and E. A. Casson also were named by 
Dr. Morgan as having assisted the authors. Mr. Casson hav- 
ing had charge of the multilithing of this report and others in 
the series. The report contains the following summary: 


Intercity transportation by motor bus dates essentially from the 
war and early post-war years, but its period of expansion into a major 
agency of transportation goes back no further than about the year 1924. 
At the outset, runs were short and equipment crude. As experience 
was gained, highways were improved, and more efficient and attractive 
equipment was developed, runs lengthened, larger operators emerged, 
and a nationwide, interrelated system of bus transportation came into 
being. 

On the basis of the latest information obtainable, it may be esti- 
mated that approximately 3,500 operators! are engaged in furnishing 
scheduled common-carrier service over an aggregate of some 350,000 
miles of route. They employ nearly 25,000 busses, some used inter- 
changeably in scheduled and charter service. At least two-thirds of 
the operators do not actually move their equipment across state lines, 
but substantially all participate, though many only -infrequently, in 
interstate business. The bulk of the traffic is handled by a compara- 
tively small number of operators, in many of which the railroads are 
interested, in certain instances to the extent of complete ownership. 
Of the estimated total of 3,900 operators in 1934, there were only about 
1,300 whose interstate service.amounted to any considerable share of 
their total business. Of these, possibly 500 had one or two employes 
each, while the remaining 800 had a labor force whose hours, wages, 
and working conditions are reasonably represented by the findings set 
out in the present report. The intercity operators who, because of 
their size or their location, participate only infrequently in interstate 
transportation, or who do only an intrastate business, numbered about 
2,600. No attempt has been made to embrace the heterogeneous group 
of persons who, on an individual and irregular basis, furnish for-hire 
transportation.? Generally, they have no employed labor force. 


The Labor Force 


The size of the labor force engaged in intercity bus transportation 
is as yet a matter of estimate. It appears, however, that the total force 
employed in 1934 numbered about 36,000, of whom 20,000 or 55 per 
cent were drivers, 8,500 or 24 per cent, maintenance employes, and 
7,500 or 21 per cent, station and office employes. Sixty per cent of 
the operators employ one-tenth of the workers; on the other hand, 5 
per cent employ more than half. One-fourth of the companies sur- 
veyed had no established maintenance force and three-eights had no 
station or office employes. Most of the small operators had their main- 
tenance work done in commercial garages or, in some instances, by 
the drivers or owners. Similarly, the owners in some instances did the 
necessary station and office work, or parts of it were performed by 
connecting lines, by commission agents, or, in a few instances, by 
terminal or management companies. 

Labor costs in 1933 absorbed about 32 per cent of operating rev- 
enues and accounted for about 34 per cent of operating expenses, with 
taxes included, or about 36 per cent with taxes excluded. 

Sources of information, explained in detail in the text, comprise 
field investigations made as of July, 1933, and October, 1935, replies 
made by railroads for the same months covering their own operations 
and those in which they had an interest equal to 25 per cent or more 
of the outstanding capital stock, and certain Code Authority reports 
for March, 1934. The source designated hereinafter as ‘1933 railroad 
bus reports’’ did not embrace all operations in which the railroads 
were interested, as some were included in that year’s fleld investigation. 


Hours and Earnings, Labor Force as a Whole 
In October, 1935, all employes averaged about 45 hours of work in 


1 Estimated as of December 31, 1935. The number of operators es- 
timated as of December 31, 1934, was 3,900. 

?For description, see Federal Coordinator of Transportation, Regu- 
lation of Transportation Agencies (1934), 73d Congress, 2d Session, 
Pages 226-227. 
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a week; the earnings of those included in the railroad bus reports 
averaged $30.21 in the week or 65.5 cents an hour, and of those covered 
by the field study, $26.03 or 58.2 cents. The Code Authority report for 
March, 1934, indicated slightly higher weekly hours, and average earn- 
ings of $27.58 in a week or 55.8 cents per hour. In July, 1933, weekly 
hours averaged about 50; weekly earnings of $28.15 were found in the 
railroad bus reports and of $26.52 in the field study of that year; 
hourly earnings were 56.2 and 53.1 cents, respectively. 


Drivers’ Hours and Earnings 


Drivers occupy a position of responsibility in the industry. They 
are classified as regular, relief, and extra. From 80 to 85 per cent 
of the drivers are assigned to regular runs. Regular drivers were 
on duty an average of approximately 43 to 44 hours per week in 
October, 1935, compared with 49 hours in the July, 1933, railroad bus 
reports and with 51 hours in that month’s field study. Their average 
earnings in a week were $33.89 and $27.85 in the respective 1935 
studies, or 77.4 and 65.2 cents per hour, compared with $30.45 in 
a week, or 62.4 cents an hour, in the 1933 railroad bus reports and 
$29.82 per week or 58.4 cents an hour in that year’s field study. About 
85 per cent of the time on duty was spent en route. In July, 1933, 
field study, regular drivers averaged 6.1 days on duty per week, relief 
drivers, 5.5 days, and extra drivers, 3.7 days. Per day, the regular 
drivers average 8.4 hours and the relief and extra drivers 8.2 hours. 
A standard work day of 10 hours or more was maintained by 14 
per cent of the companies included in the 1933 field survey and by 
20 per cent of those covered in that year’s railroad bus reports. With 
40 and 50 per cent of the respective groups the standard was 8 
hours or more. Of the full-time drivers in the railroad bus reports, 
29 per cent were on a standard 8-hour, 40 per cent on a 9-hour, and 
25 per cent on a 10-hour or longer standard day. Many of the com- 
panies have established a standard work day in terms of mileage, in- 
cluding some which also use the time basis. With 44 per cent of 
those companies, the standard was 200 miles or over and with 3 
per cent, 300 miles or over. 

Maximum permissible working hours were established by 56 
(25 per cent) of the 221 operating companies covered in the 1933 
field study. One company out of seven set the maximum at 16 to 
20 hours; one out of five at 12; and one out of three at 10 hours. 

Drivers’ usual consecutive hours on the road ranged from 1 to 
11, but in a few instances reached 13. Hours spent consecutively at 
the wheel ranged generally from less than 1 up to 7. Maximum 
permissible hours of unbroken driving were reported as less than 8 
for about two-thirds of the drivers and as less than 10 for all but 
3 per cent of the drivers in 1933 and for all but 9 per cent in 1935. 

For 38.3 per cent of the regular drivers the hours worked in the 
week (in July, 1933), were less than 48; for 39.1 per cent, from 48 
up to 60; for 17.9 per cent from 60 up to 72; and for 4.7 per cent, 
over 72. In the same month, 13 per cent of the regular drivers earned 
less than $20 in the week; 39 per cent from $20 up to $30; 34.7 per 
cent from $30 up to $40; and 13.3 per cent, $40 and more. Hourly 
earnings were under 35 cents for 4.8 per cent of these drivers; 35 
up to 50 cents for 22.4 per cent; 50 up to 65 for 36.7 per cent; from 
65 up to 85 for 31.1 per cent; and 85 or over for 5 per cent. The 
range in full-time monthly earnings reported in the 1935 field study 
was from $35 to $253, and from $50 to $274 in that year’s railroad 
bus reports. 


Variations of drivers’ hours and earnings with size of company 
by which employed, by geographic regions, by size of community in 
which drivers live or in which their runs started, and by method 
of wage payment (mile, trip or time rate) are developed in the report 
(pages 26-39), as are variations in driver expense of operators serving 
identical termini (pages 40-43) and a more direct comparison between 
the average earnings of drivers in the employ of ‘‘railroad’’ and ‘‘in- 
dependent’’ operators (pages 43-44). 


The report develops essential information respecting payment for 
overtime (pages 55-56), bonus and penalty systems (page 57), reim- 
bursement of drivers’ out-of-pocket expense (page 58), vacation and 
sick leave (page 60), and related subjects. Brief mention also is made 
of the hours and earnings of special employes in bus crews, including 
bus porters (pages 61-64). 


Hours and Earnings of Maintenance Workers 


Skilled mechanics comprised about 55 per cent of the main- 
tenance force, and mechanics, foremen and mechanics’ helpers about 
75 per cent. Cleaners and garage and service employes made up the 
rest of the force. In the three years for which data were obtained, 
there were on the average 50 to 60 maintenance workers per 100 
employed drivers. Their compensation was about 28 per cent of 
that paid all employes. As previously stated, one-fourth of the op- 
erators surveyed in the 1933 field study had no maintenance payrolls. 


In October, 1935, the hours worked by the maintenance force 
as a whole averaged between .48 and 49 in the week; average weekly 
earnings in the field study of that year were $26.56, or 55 cents per 
hour, and in the railroad bus reports, $29, or 59.3 cents per hour. 
The average work-week found in the October, 1935, field study was 
6 hours, or 11 per cent shorter than that found in the July, 1933, 
field study, and earnings per hour were about 7 cents or 14 per cent 
greater. Little change occurred in weekly earnings. The railroad bus 
reports showed a decrease of 5 per cent in average weekly hours and 
increases of 8 and 14 per cent in weekly and hourly earnings, respec- 
tively. The changes between 1933 and 1935 appeared to be generally 
distributed rather than confined to specific areas. 


The report shows geographic variations in the hours and earn- 
ings of the maintenance force as a whole (pages 68-74), and develops 
in considerable detail the average and range of hours and earnings and 
other information respecting individual occupations (pages 74-89). 
The report also sets forth information respecting bases of wage pay- 
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ment (page 90), payment for overtime (page 90), and vacation and 
sick leave privileges (page 90). 
Station and Office Workers 

Station and office workers (not including commission agents) ac- 
counted for about 21 to 25 per cent of the labor force of intercity 
bus operators and for 18 to 21 per cent of the payroll expense. 
Agents and ticket sellers constituted 31 to 40 per cent of the station 
and office employes covered in the several studies; clerks, stenogra- 
phers and typists, 19 to 31 per cent; dispatchers, 6 to 8 per cent; book- 
keepers, 3 to 8 per cent; and traffic solicitors, 3 to 6 per cent. There 
were also a number of miscellaneous occupations. Women made up 
about 25 per cent of the station and office force. 

The October, 1935, field survey indicated that the hours worked 
by all station and office employes, other than superintendents and 
porters, average 47 in the week and that earnings averaged $22.25 
or 47.3 cents per hour. In the corresponding railroad bus reports 
the hours were 48.6 and the earnings $26.00 or 53.5 cents per hour. 
In the July, 1933, field study, hours were 51 and earnings $23.52 per 
week or 46.1 cents per hour; and in the railroad bus reports of 
the same month, hours were 53.5 and earnings were $27.01 and 50.5 
eents, respectively. In the 2-year period the work-week declined 4 
to 5 hours (approximately 9 per cent), average hourly earnings in- 
creased 1 to 3 cents (not over 6 per cent), and average weekly earn- 
ings fell by a little over $1.00 (4 to 6 per cent), An average work- 
week of 6.3 days was found in the 1933 field study. 

The report develops in detail the facts respecting variations 
in hours and earnings between occupations and by geographic regions 
(page 98), bases of wage payment (page 114), payment for overtime 
(page 114), and vacation and sick leave privileges (page 114). 

lhe report concludes by calling attention to the companion re- 
port which summarizes existing state regulations of the hours of serv- 
ice and qualifications of both bus and truck drivers, discusses some 
aspects of driver fatigue, and traces developments in labor relations 
in the two branches of intercity motor transportation. 


TRUCK-RAIL MEAT RATES 


A suggestion that the minimum highway and railway 
freight rates on meat and packing house products be correlated 
throughout the country is contained in a petition of the Na- 
tional Grange, Farm Rate Council and Northwestern Live Stock 
Shippers’ Traffic League asking the Commission to institute an 
investigation on its own motion into highway and railway 
freight rates on meat and packing house products and con- 
solidate with that investigation, I. and S. No. 4214, meats and 
packing house products from Chicago and I. and S. No. 4222, a 
similar proceeding relating to meats from St. Louis. Both 
cases pertain to rates from Chicago and St. Louis to central 
territory as far east as Buffalo, N. Y., and Huntington, W. Va. 
Arguments on brief have been made in I. and S. No. 4214. 
(See Traffic World, Aug 29, p. 297.) 

The petition of the organizations mentioned asks that the 
Commission inquire into beth the highway and railway freight 
rates and contract carrier charges on meat and packing house 
products applicable from all western trunk line points to all 
points in central freight association territory (including des- 
tination points in the suspension proceedings mentioned) under 
the minimum rate making provisions of the motor carrier act. 
It also asks that the suspension proceedings be reopened for 
consolidation with the proposed investigation. 

In support of the petition the National Grange and the 
other organizations assert that to meet alleged truck compe- 
tition the railroads propose drastically reduced freight rates 
on meat and packing house products without corresponding 
reduced live stock rates. Under the railroad proposals, it is 
alleged, rail rates on fresh meats to important consuming 
centers would be placed below the present rates on live stock 
and to all points involved the live stock rates would be made 
relatively higher than at present in comparison with rates on 
meats and packing house products. 

“An effect of the proposed rate changes,” says the peti- 
tion, “would be to curtail the range of markets for live stock 
in which the farmers and stockmen sell and to extend the range 
of markets for meat and packing house products that the Chi- 
cago and St. Louis meat packers sell. Respondent railroads in 
effect allege that, as to a portion of the traffic involved, trucks 
already have reduced the rates and contract charges applicable 
on fresh meat and packing house products without making 
similar reductions in the rates and charges applicable upon 
live stock. 

“To the degree such reduced spreads were allowed to con- 
tinue and were adopted by the railroads, it would be injurious 
(a) to meat consumers, (b) to live stock producers, (c) to 
independent meat packers with plants located in the destina- 
tion territory involved, (d) to the railroads, (e) to the highway 
carriers, (f) to the general public.” 

In further support of their petition the National Grange 
and other organizations assert that it is well known that to 
the extent that any industry is conducted under a few cor- 
porate “roofs,” that prevention of monopolistic setting of prices 
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in buying of the raw unmanufactured product and in selling 
the finished product is made increasingly difficult. 

“In 1935 the gross sales of Armour & Company amounted 
to $683,000,000 and of Swift & Co., $767,000,000,” says the 
petition. “The farm value of the wheat of the United States 
for the year 1934-35, was only $436,872,000. Think of it! Each 
of these companies already handles many millions more dol- 
lars annually than all of the wheat farmers of America.” 

The live stock producers of the destination territory, the 
petition declares, would suffer, because the reduced rates 
would result in the price paid for their live stock necessarily 
being reduced to line up with price of the meat delivered from 
Chicago or St. Louis under lowered freight rates. This would 
be the situation, it was added, until the independent meat 
packers and slaughterers in the destination territory involved 
were forced to close their doors or greatly curtail their opera- 
tion. When this happened, it was added, the live stock pro- 
ducers would have to take a less competitive price for their 
live stock and rely largely on selling their live stock at branch 
plants of the Chicago packers maintained in the destination ter- 
ritory. Independent meat packers and slaughterers in the 
destination territory involved, it was further declared, would 
either have to close their doors or curtail their business to the 
slaughtering and packing of live stock produced in the vicinity. 

“The question that your petitioners raise relates to a spe- 
cific area and to specific rates,” says the petition. “However, 
the same issue could be and must ultimately be raised wher- 
ever in the United States freight rates upon meat and pack- 
ing house products are being lowered without at least corre- 
sponding reductions being made in the rates upon live stock. 

“Your petitioners do not suggest that the minimum high- 
way and railway freight rates upon other commodities save 
meat and packing house products, should be correlated. It is 
doubtful if to the same degree the relationship of truck rates 
and railway rates are uniformly controlling throughout the 
length and breadth of the land in any other industry.” 


MOTOR JOINT BOARDS 


The Commission, by division 5, has created motor joint 
boards or changed the personnel thereof as follows: 

No. 160, Illinois, Indiana, and Missouri, Commissioner 
Andrew Olson, Illinois; Commissioner Moie Cook, Indiana; 
and John C. Highberger of the Missouri commission. 

No. 154, Arkansas, Kansas, and Missouri, E. L. Beeman, 
motor carrier department of the Kansas commission, vice Com- 
missioner Ernest L. Blincoe. 

No. 5, California, Oregon, and Washington, W. W. Cham- 
berlain, chief of the traffic division, Washington department of 
public service vice W. D. Lane, supervisor of transportwiion. 

No. 161, Massachusetts and New Jersey, Leo H. Leary, 
Massachusetts Department of Public Utilities and Commissioner 
Thomas L. Hanson, of the New Jersey commission. 

No. 162, Illinois, Michigan, and Wisconsin, Commissioner 
Andrew Olson, Illinois commission; Commissioner Harold J. 
Waples, Michigan commission; and Commissioner A. R. Mc- 
Donald, Wisconsin commission. 

No. 35, Arkansas and Louisiana, Commissioner C. P. New- 
ton, of Arkansas vice Chairman J. C. Pinnix of that commis- 
sion. 


MOTOR CARRIER LIABILITY 


The Commission, by division 5, has issued an order in re- 


spect of insurance policies covering motor carrier liability, as 
follows: 


That motor carrier automobile bodily injury liability, property 
damage liability or cargo liability policies of insurance (or certificates 
of insurance in lieu thereof) for limits of liability not less than the 
amounts prescribed in the rules and regulations of the Commission 
governing the filing and approval of surety bonds, policies of in- 
surance, qualifications as a self-insurer, or other securities and agree- 
ments by motor carriers and brokers subject to the motor carrier 


act, 1935, issued by insurance companies not legally authorized to’ 


transact business in all states in which their policies cover the opera- 
tions -of the insured motor carriers, but legally authorized to trans- 
act business in at least one state of the United States, and effective 
on or before the first day of October, 1936, and expiring not later 
than the first day of October, 1937, shall, upon the attachment of the 
endorsement form, prescribed and approved by the Commission on 
the third day of August, 1936, be accepted for filing and approval 
under section 215 of the motor carrier act, 1935, provided attorneys- 
in-fact for accepting service of process for and on behalf of such in- 
surance companies have been duly appointed and have accepted such 
appointments for each state in or through which the motor carriers 
will be authorized to operate under certificates or permits issued by 
the Commission and a duplicate original of the power-of-attorney 
appointing each such attorney-in-fact has been filed with this Com- 
mission at its office in Washington, D. C. 
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PICK-UP AND DELIVERY 


The Traffic World Washington Bureau 
Arguments in I. and S. No. 4191, pick-up and delivery in 


; official territory, and No. 27425, official territory pick-up and 


delivery to a great extent turned on the question of jurisdiction, 
that is as to whether the Commission, in its regulation thereof 
obtained its power from the old or new part of the interstate 
commerce act. The railroads took the position that regulation 
of it came under the old sections, otherwise known as part I, 
while the trucking industry and some others argued that the 
new sections, otherwise known as part II, brought the opera- 
tions of the pick-up and delivery service, which are by means of 
motor vehicles, generally, under them and that therefore even 
if the railroads operated their own trucks in that service they 
were bound to obtain certificates, for the work done by their 
motor adjuncts and make joint rates with them. 

“There is no such thing as a common carrier by motor 
vehicle in a metropolitan area,’ observed W. H. Chandler, 
speaking for the Merchants’ Association of New York, referring 
to the exemptions in the motor carrier part of the law of truck- 
ing operations in metropolitan areas. 

Mr. Chandler said that shippers did not want to deal with 
more than one transport agency in getting door to door service. 
As to allowances to shippers performing their own pick-up and 
delivery Mr. Chandler said he had taken no position.’ But he 
said that if allowances were to be paid in the west and south 
allowances should be paid in the east. If trucking concerns were 
to be allowed to offer pick-up and delivery, railroads, he said, 
should also be allowed to afford it. Other representatives of 
shipper organizations also spoke for equality. 

Harry C. Ames, for the American Trucking Associations, 
Inc., discussed both the law and the facts in detail for the 
section of the trucking industry represented by that organiza- 
tion, in support of the propositions that the service proposed 
to be performed under the tariffs would be on a basis which was 
proved and admitted to be below its proportionate cost and that 
the railroads had not only failed to meet the jurisdictional 
requirements imposed by part II, but had openly challenged 
jurisdiction in that part. He treated the matter before the 
oe as being involved in the question “What does part 
II do?” 

An almost continuous stream of questions came from the 
bench while Mr. Ames was discussing the question of law. 
Chairman Mahaffie asked, among other things, whether the 
Commission could strike down the tariffs if they provided for 
pick-up and delivery by horse drawn drays. Mr. Ames sug- 
gested that the tariffs could be found justified only to the 
extent that they involved only such service, the motor carrier 
part of the law dealing qnly with carriage by motor vehicle. 

On the fact side of, the question Mr. Ames presented a study 
of costs in support of the proposition that the pick-up and 
delivery service proposed would be on a basis below its propor- 
tionate cost, saying in answer to a question by Commissioner 
Splawn that the service would be conducted at a loss. 


In behalf of the New York State Motor Truck Association 
and others Charles E. Cotterill said no one was opposed to 
pick-up and delivery, the question being as to methods and 
results. He said that if the motor carrier legislation hinted at 
restoring to the railroads traffic lost to the trucks then it would 
be repealed within thirty days. 


A. B. Tanner for the Cartage Exchange of Chicago said 
the local cartage men of Chicago did not care whether the 
matter came under one part or the other of the law. He said 
they argued that it came under part II because that gave them 
a chance to protect themselves from the railroads. Adverting 
to the importance some attached to the cutting down of costs 
even if it drove out of business thousands of business men, Mr. 
Tanner asked the Commission to picture what would happen if 
pick-up and delivery service was turned over to six or eight 
cartage men in Chicago or the cartage men were put in the 
position of having to take what the railroads offered them. In 
answer to questions he said that 279 carters in Chicago had 
signed agreements with the railroads under which, if a shipper 
asked for service by a carter having such an agreement he 
would be hired for the pick-up and delivery service to that 
shipper; also that everybody had been given an opportunity 
to sign such an agreement. He added that the railroads had 
been fair in the matter. 

John F. Finerty, for the Brooklyn Eastern District Ter- 
minal, attributed the move of the eastern railroads for pick-up 
and delivery to the Pennsylvania with the acquiesence of the 
Erie. The others, he said, came in so as to keep their traffic on 
their rails. He said that the Pennsylvania should not be ner- 
mitted to destroy investment in terminal property by its policy 
by extending itself by the plan before the Commission. 

A. W. Heckman for the New Jersey Truck Association and 
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F. O. Nelson of the Merchant Truckmen’s Bureau of New York 
expressed the opinion’ that these tariffs would force local truck- 
men out of business and S. J. Ohringer for the Associated 
Truck Owners and other said the tariffs would have the effect 
of putting trucking into the hands of a few men. 

Representatives of shippers and associations such as J. M. 
Davison, for American Pulley Co. et al., Mr. Chandler, C. E. 
Hochstedler, Chicago Association of Commerce and H. A. 
Hollopeter, Indiana shippers argued for the establishment of 
the service. Wilbur LaRoe, Jr., opposed the tariffs on account 
their omission of the inland station of the Port Authority of 
New York from the points at which pick-up and delivery service 
would be rendered. 

Parker McCollester, for the Merchant Truckmen’s Bureau 
contended that the extension of service at unremunerative rates 
that destroyed competition could not be authorized either under 
part I or part II. He contended that even if the service resulted 
in increasing the volume of less than carload traffic twenty-five 
per cent, it would not be remunerative. He said that permitting 
the railroads to use their own trucks would create a terrible 
situation on the streets of New York City. In answer to a 
question from the bench as to what the allowance to shippers 
should be, if any were authorized, he said 15 cents was needed 
in New York City. 

T. H. Burgess, for the New York Dock Railway, objected 
° the exclusion of that railway from the service of the trunk 
ines. 

In concluding the arguments Guernsey Orcott, for the rail- 
roads said that all the railroads were doing was coordinating 
transportation as contemplated by Congress when it passed 
this legislation. He said the position of the railroads was that 
this matter came under part I and was in accordance with the 
policy declared by Congress and the desires of the shippers. 





MOTOR CARRIER HEARINGS 


Hearings assigned by the Commission nowadays under the 
motor carrier part of the interstate commerce act far outnum- 
ber the number assigned under the older part of the statute. 
So many hearings are being set these days that the question 
has been raised among some of those having to do with motor 
carrier affairs whether the staff of examiners assigned to the 
Bureau of Motor Carriers will be large enough to take care of 
that phase of the Commission’s business. 

Examiner D. C. Dillon, attached to the Bureau of Motor 
Carriers, has the distinction now of having twenty-one cases 
assigned to him on one day, the hearings to be held in the 
U. S. Court rooms at Binghamton, N. Y., on various dates in 
October. 

The assignments to him, all announced on one day will 
be found in “Docket of the Commission” in The Traffic World. 

In each of the orders of the Commission assigning a case 
to Examiner Dillon attention is called to the fact that the 
Department of Public Service of New York has canceled and 
countermanded its action nominating a joint board member 
from that state so far as the matters here under consideration 
are concerned; and that the New York board and governor 
of New York have failed to nominate a member for joint board 
service so far as these matters are concerned. The order, in 
each case says that section 205 (c) of the motor carrier act 
provides that under such circumstances “said matters shall be 
decided as in the cage of any matter not required to be referred 
to a joint board.” In view of that situation the case was as- 
signed for hearing by the examiner instead of by a joint 
board. 


EXPRESS AGENCY, AND MOTOR LAW 


A record was made this week in a hearing before Examiner 
Kephart in BMC 66562, applications of the Railway Express 
Agency, Inc., under the motor carrier act for certificates as a 
common carrier and permits as a contract carrier. The hearing 
covered the general principles involved in thirty-five applica- 
tions filed by the agency under which it seeks determination 
by the Commission of the extent, if any, the express agency is 
subject to the motor carrier part of the interstate commerce 
act. 

A motion made by E. S. Brashears, for the American 
Trucking Associations, Inc., and concurred in by other represen- 
tatives of the trucking industry, to consolidate the thirty-five 
applications, enabled Examiner Kephart to answer questions 
as to the scope of the proceeding that had theretofore been 
asked and limit the testimony so as to cover only the general 
principles. He overruled the motion but said the testimony 


would not be confined to any particular application. The result 
was that the questions asked of express operating witnesses 
offered by the express agency, in a number of instances, 
The examiner, however, guarded the 


trenched on law phases. 




































































































































































































































































































































































een Ser rane nee eee SS 









































PAGE 678 





witnesses so that if they believed they were outside their scope, 
they made only such answers as laymen might be expected 
to make. 

The express agency filed applications covering specific oper- 
ations and one general application in which it set forth its view 
that all its operations were subject to part I of the interstate 
commerce act, express companies, as such, being dealt with 
in that part. 

Principal western railroads intervened in support of the 
agency and sent Harry C. Barron to represent them. Eastern 
railroads were not represented at the initial hearing. 

General facts about the operations of the express agency 
were presented by C. R. Graham, vice-president in charge of 
eastern operations, and C. A. Frey, vice-president in charge of 
traffic. 

The agency’s general application said that it and its sub- 
sidiaries furnished transportation of traffic by vehicle in lieu 
of train service; collection and delivery service; collection and 
delivery of baggage moving under railroad tariffs; and transfer 
of L. C. L. freight, baggage and other traffic in addition to 
the transportation of express matter for itself. It said it was 
the agency or facility of the railroad companies, wholly owned 
by them, the railroads receiving the entire revenues after pay- 
ment of actual expenses. 

After enumeration of the services performed by it the 
agency said that as to the various services it was of the opinion 
that all the transportation of property moved by express was 
subject to part I and that no certificate or permit, under the 
motor carrier act, was or might be required. But it said that 
if the Commission thought otherwise it prayed for the issue or a 
certificate, permit, or order, authorizing it to furnish and pro- 
vide services of the nature set forth the application. 





ROGERS ON VACATION 


John L. Rogers, director of the Commission’s Bureau of 
Motor Carriers, is taking a vacation. It was said at his office 
he expected to be back October 12. 


W. VA. TRUCK LEGISLATION RECOMMENDATIONS 


The legislative committee of the West Virginia Motor 
Truck Association has adopted a resolution urging the accept- 
ance under state laws of the net weight of empty motor ve- 
hicles instead of their ton-rated capacity for licensing purposes. 
According to the committee the acceptance of such a criter’on 
would be fairer than that now in use in many states; it would 
bring about uniformity and prevent controvers‘es among en- 
forcing officers, the committee said. The resolution also recom- 
mended uniformity in state regulations generally and suggested 
that such regulations be formed in harmony with the federal 
motor carrier act. 


MASSACHUSETTS TRUCKERS MEET 


Members of the Motor Truck Rate Bureau of Massachu- 
setts and the guests held a dinner meeting at the Hotel Manger, 
Boston, October 6. J. G. Scott, chief of the section of law and 
enforcement of the Commission’s motor carrier bureau, spoke 
on “Enforcement Problems, Legal and Administrative, under 
the motor carrier act of 1935.” John J. Murray, chairman, 
Massachusetts department of public utilities, spoke on “State 


and Federal Cooperation in the Regulation of the Motor Freizht, 


Industry.” and W. H. Day. manager of the transportation 
bureau, Boston Chamber of Commerce, and chairman of the 
executive committee of the National Industrial Traffic Leacue. 
spoke on “The Shippers’ Position in Relation to Regulation.” 


TRUCKING SAFETY CONTEST 


The Indiana Motor Traffic Association has been selected 
by a committee of judges in the second annual safety contest 
of the American Trucking Associations, Inc., as the state truck- 
ine organization that has done the most toward promoting 
safety on the public highways. The Indiana association was 
the w'nner of the contest last year. If it wins next year it 
will be awarded the association’s safety cup. Honorable men- 
tion was accorded New Jersey Motor Truck Association, Asso- 
c‘ated Motor Carriers of Oklahoma, Rhode Island Truck 
Owners’ Association, Virg’n'a Highway Users’ Association and 
West Virginia Motor Truck Association. 


A. T. A. CONVENTION PLANS 


Coincident with the meeting of the American Trucking 
Associations, Inc., to be held at the Stevens Hotel, Chicazo, 
October 19, 20 and 21, there will be a meeting of the Nation1l 
Conference of Truck Tariff Bureaus. The household goods car- 
riers’ division of the association will also hold separate ses- 
sions. There will be numerous other group meetings, including 





The Traffic World 





Vol. LVIII, No. 15 


those of the interstate carriers, the automobile haulers, the 
dump truck operators, the oil field haulers and the cartage 
carriers. The speakers scheduled to address the convention 
include the following: William E. Lee, member of the Com- 
mission; H. H. Kelly, chief of the section of safety of the 
Commission’s motor carrier bureau; H. Markham, director, 
American Petroleum Industries Committee; W. H. Day, chair- 
man of the executive committee, National Industrial Traffic 
League; John R. Turney, former chief of the traffic section for 
the federal coordinator; Luther M. Walter, commerce counsel. 
The agenda for the convention includes the following subjects: 
Equalization of rates; safety legislation and progress; national 
and state taxation; gasoline taxes; diversion of automobile 
taxes to other than highway use. 


NEW DEAL AND RAILROADS 


Pointing to data on recent business trends showing a 
“strong upward surge” maintained in the quarter just closed, 
including improvement in the railroads’ situation, Secretary of 
Commerce Roper said at his press conference October 7 that 
“these data may be taken as proof of the soundness of the New 
Deal philosophy of building from the bottom of the pyramid 
or effecting general business recovery through a wider distri- 
bution of profits and a general increase in purchasing power.” 
The part of his statement relating to the railroads follows: 


The year 1936 will find the railroads well along on their way back 
to a profitable operating basis. Freight and passenger traffic have 
improved to a point where more than 100,000 employes have been added 
to the payrolls since 1933. This improvement has been reflected in the 
increasing volume of business going to the rail equipment and other 
durable goods industries. 

Preliminary trends for August show that the deficit in the early 
months was wiped out and now the railroads are in the net income 
column for the first eight months of the year. This indicates that 
Class I railroads will earn a net income for 1936 for the first time 
since 1931. 

Freight car loadings for the fourth quarter of 1936 are expected 
to be 9.7 per cent above actual loadings in the same quarter of 1935, 
according to the Regional Advisory Board’s estimates. 

Passenger travel all over the nation has shown a sharp increase. 
The reduction of passenger fares on June 2, by the eastern railways 
has resulted in a surprising increase in both passengers and revenue. 
The carriers report the heaviest holiday passenger business since 1929. 
Reports of increases of as high as 40 per cent in passengers and 20 per 
cent in revenues over the same period of 1935 have been made. More 
than 400 trains are operating on schedules of 60 miles per hour through 
the nation. At least 18 streamline trains are in operation with others 
under construction. More than 7,000 passenger cars have been air 
conditioned. Reductions in running schedules have been made all over 
the country and it is now possible to travel from Chicago to the Pacific 
coast in 21 hours less time than in 1930. 

Overnight deliveries of freight from points as far away as 400 miles 
are being made with freight trains averaging approximately 43 miles 
per hour. Pick-up and delivery service are furnished by the railroads 
in both western and southern territories, while the Interstate Commerce 
Commission has under advisement the eastern railroads’ proposal to 
establish this type of service. 

These data may be taken as proof of the soundness of the New Deal 
philosophy of building from the bottom of the pyramid or effecting 
general business recovery through a wider distribution of profits and 
a general increase in public purchasing power. Take, for illustration, 
the increases I have just cited in the automobile industry, by the rail- 
roads and by the power companies. By increased consumer demand, 
unit costs of production are lowered. Hence, more people are able to 
enjoy the service afforded by our railroads, more people are able to 
own their own cars, and more families can enjoy the comforts and 
conveniences that come with the use of electricity. 

Ten years ago the average retail price of automobiles in this coun- 
try was approximately $1,500. Today, it is as low as $750. The same 
comparison holds good in power and transportation. Increased produc- 
tion and lower unit costs go hand in hand and mean a better standard 
of living for all of us. But we can’t have the volume necessary to bring 
about lower costs without first of all having a greater purchasing 
power. Hence, we see illustrated here the close interrelationship that 
exists between all business and social segments. 


TRAFFIC LEAGUE OFFICES MOVE 


Executive headquarters of the National Industrial Traffic 
League will be transferred from Chicago to Washington, D. C., 
Munsey Building, October 15. The move is in keeping with a 
resolution adopted at the annual meeting of the League in 
Chicago in November, 1935. The transfer could not be effected 
until the lease of the League on its present quarters in Chicago 
was disposed of. That has now been done, according to E. F. 
Lacey, executive secretary. 

Friends and associates of Mr. Lacey, to the number of 
more than a hundred, attended a farewell luncheon for him at 
the Palmer House, Chicago, October 7, to wish him well in his 
new location. They gave him a golf bag and a set of golf clubs. 
Mr. Lacey has been a member of the public affairs committee 
of the Traffic Club of Chicago. 
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PANAMA CANAL TOLLS 


The Traffic World Washington Bureau 
The special Panama Canal committee created by Congress 


‘to investigate the rules for the measurement of vessels using 


the Panama Canal and the tolls that should be charged there- 
for began hearings in the U. S. Senate office building October 7. 
The members, appointed by President Roosevelt, are: Dr. 
Emory R. Johnson, of the Wharton School of Finance and Com- 
merce of the University of Pennsylvania; Arthur J. Weaver, of 
Falls City, Neb., formerly governor of Nebraska, and Rear 
Admiral George H. Rock, U. S. N., retired, president of the 
Institute of Naval Architects, New York City. 

Provision for creation of the committee was made after 
proponents of legislation urged by the Panama Canal admin- 
istration for a number of years abolishing the dual system for 
measurement of vessels using the canal were unable to obtain 
passage of it by Congress. The committee is to report to the 
President prior to January 1, 1937, and shall make such ad- 
visory recommendations of changes and modifications of the 
rules for measurement and the determination of tolls as it 
finds necessary or desirable to provide a practical, just and 
— system of measuring such vessels and levying such 
tolls. 

A general statement on behalf of the Panama Canal was 
read by Arnold Brucker, assistant comptroller and legal adviser 
of the canal. 

“The establishment of a satisfactory method of determin- 
ing tolls charges for vessels using the Panama Canal is a matter 
which has been of most serious concern since shortly after 
the canal was opened for use and operation, over twenty-two 
years ago,” said he, adding that it was of paramount impor- 
tance that the tolls question be settled, in the interest of both 
the — States government and steamship companies using 
the canal. 


Exemptions Reduce Tolls 


Mr. Brucker reviewed the history of the assessment of 
tolls on vessels using the canal and the action of President 
Wilson, in pursuance of an opinion of the Attorney General, 
in issuing instructions that, until Congress should deal more 
satisfactorily with the question, no tolls should be demanded 
or collected on any vessel of commerce which should aggre- 
gate more than $1.25 multiplied by the net registered tonnage 
as determined under the U. S. rules of measurement. The re- 
sult created by these instructions, said he, was that whereas 
tolls charges at the Panama Canal were based on one tonnage 
—the Panama Canal net tonnage—the limiting factor was that 
provided by a different and lower tonnage—the United States 
net tonnage. Thus, said he, it was required that all vessels 
be measured under both the Panama Canal and the United 
States rules of measurement, the result being the establishment 
of a dual system of measurement at the Panama Canal. 

Under exemptions possible under the existing method of 
assessing tolls, said Mr. Brucker, tolls collections had de- 
creased. He said the United States Bureau of Efficiency had 
made a complete survey showing that in 1931 the effect of 
the dual measurement system had been to decrease tolls 
charges approximately $7,000,000 below those which would have 
been collected under Panama Canal rules. Of that sum, said 
he, $4,000,000 represented the benefit to foreign flag vessels, 
and $3,000,000 to American flag vessels. 

“In the 17-year period (1914-1931) covered by the report 
of the Bureau of Efficiency, it was shown that the amount paid 
by vessels using the canal was $59,000,000 less under the dual 
measurement system than if Panama Canal measurement rules 
had been applied,” said he. “Of this amount, foreign flag ves- 
sels benefitted by over $32,000,000 while American vessels 
benefitted to the extent of something less than $27,000,000. 


Costly Ship Subsidy 


“The report of the Bureau of Efficiency pointed out that 
if the dual system was to be continued on the theory that 
American shipping must be thus protected against any increase 
in tolls, it constituted one of the most costly forms of ship sub- 
sidy that could be devised.” 

Accredited representatives of the steamship interests, said 
Mr. Brucker, had frequently admitted that the existing dual 
system of measurements was unsatisfactory but objected to 
the adoption of any measure which would effect increases in 
charges to the particular class of vessels represented by them. 

“It is inevitable,” said he, “that the correction of the in- 
equalities of the present system will produce certain changes 
as among the several classes of vessels now unduly benefitting 
from these inequalities but it is the view of the Canal Adminis- 
tration that means can be found for removing the inequalities 
without imposing unjust burdens upon any class of vessels.” 
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Mr. Brucker in his conclusions said that if the canal was 
to be operated and maintained on a self-sustaining basis it was 
essential that tolls, which he said constituted all but a negligible 
portion of the revenue of the canal, should be established in 
relation to the capital cost of the canal and the cost of its 


operation and maintenance. Continuing, he said: 


In setting up the capital cost of the canal there has not been in- 
cluded any amounts expended for the defenses of the canal for forti- 
fications, military posts, naval bases, and other similar defense works. 

It was not to be expected, during the earlier years of the operation 
of the canal, that the limited amount of traffic at that time would com- 
pletely reimburse the United States for the costs of operation, main- 
tenance and interest, and provide a fund for the ultimate amortization 
of the capital investment in the canal. With the increase in general 
world trade, and the.particular development of new trade routes which 
the Panama Canal has made possible, the traffic through the Canal has 
increased to the point that makes it not only possible but economically 
imperative to place the fiscal affairs of the canal on a firm and justi- 
fiable footing. 


Toll vs. Costs 


The principle is now well recognized that the Panama Canal is not to 
be regarded as a public improvement from which no direct return is to 
be expected, but is to be considered and operated as a great utility of 
international. character, constructed and maintained by the United 
States for the benefit of all nations upon the terms of equality pre- 
scribed by treaty, for which all commercial vessels using the canal may 
be expected to pay tolls which are commensurate with the costs in- 
curred in the construction, operation and maintenance of the canal. 

During the last few years traffic through the canal has increased 
to the point where it is practicable to accomplish the ultimate object 
of producing canal revenues that will cover operating expenses, inter- 
est and ultimate amortization of the investment, without imposing a 
burden upon the vessels using the canal. It is felt, therefore, that tolls 
for the use of the canal should be established at rates which will pro- 
vide for reimbursing the government for the-cost of constructing, oper- 
ating, and maintaining the canal; and any plan which falls short of 
completely reimbursing the government for these costs must be recog- 
nized as constituting a subsidy to the vessels using the canal to the 
extent of the resulting deficit. The benefits of such a concealed subsi- 
dy, if the canal is operated at a loss, will not accrue to American ves- 
sels alone, since foreign-flag vessels will partake of the subsidy in a 
considerably greater degree than American vessels. 

The establishment of a dual system for the measurement of ves- 
sels, an eventuality which it is certain Congress could not have had 
in contemplation when it enacted the Panama Canal act, and which re- 
sulted from an interpretation of the Panama Canal act which could 
not have been foreseen by Congress, has brought about a continuous 
lowering of tolls, and the revenue has continued to be insufficient to 
cover operating expenses and interest on the investment. The result 
has been that, from July 1, 1921, fixed as the date of the completion 
of the construction of the canal, to the end of the fiscal year 1936, the 
revenue received has covered operating expenses, including depreciation 
of depreciable property amounting in capital value to about $95,000,000, 
but has been about $17,000,000 less than would be necessary to cover 
interest at the rate of 3 per cent per annum, paid by the United States 
on money borrowed to construct the canal. This is an average deficit 
of about $1,100,000 per year. The total deficit may be expected to in- 
crease during the next year or two, unless there is a heavier increase 
in the volume of traffic than now seems probable. The revenue received 
has thus been insufficient to permit the setting up of any sum for the 
ultimate amortization of the investment in the canal. 


Guiding Principles 


The guiding principles recommended by the canal administration 
for the determination of measurement rules and rates of tolls, may be 
summarized as follaws:, 

(a) The establishment, by authority of Congress, of a single system 
of measurement, under rules of measurement to be prescribed by the 
President, which will apply equably to all vessels, in accordance with 
their capacity to earn; 

(b) The operation and maintenance of the Panama Canal on a com- 
pletely self-sustaining basis, in accordance with recognized business 
practice; including adequate provision for the ultimate amortization 
of the capital cost of the canal; 

(c) The establishment by Congress of maximum and minimum rates 
of tolls per Panama Canal ton; 

(d) The establishment by the President of actual rates per Panama 
Canal ton, within the limits prescribed by Congress, adequate to meet 
the requirements prescribed above in (b). 


Appearing for the American Steamship Owners’ Associa- 
tion and other American operators using the canal, Joseph E. 
Sheedy, formerly vice president of the Fleet Corporation and 
also of the United States Lines, said the position the American 
steamship owners had consistently maintained was: 


1. That they are satisfied with the present method of measurement 
as a basis for tolls, and advocate no change therein. 

2. That they have, however, no objection to the adoption of a sin- 
gle system of measurement as the basis of tolls, provided the system 
adopted, together with the rate of tolls established, results in no in- 
crease in the tolls which any American company would pay under the 
present system, and makes no material change in the distribution of 
the burden of the tolls. 

3. That the amount of the tolls levied upon commercial vessels 
should be such that they will pay only their proper share of canal ex- 
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penses, including fixed charges upon a fair valuation of the canal as a 
commercial enterprise, and taking into account the tolls-free transits 
of United States public vessels. 

4. That a ratio of tolls fairly determined on this basis will result 
in a material reduction in present rates. 


Increases in tolls, said Mr. Sheedy, might result in some 
lines of vessels discontinuing their routes passing through the 
canal, with a resultant loss in canal revenue. He said the ship- 
owners had made an exhaustive study of the subject and 
would submit a brief to the committee. While canal officers 
had contended they were not seeking an increase in the aggre- 
gate amount of tolls from abolition of the dual system of 
measurement, he said they had frequently stressed the amount 
of revenue the government had lost due to the operation of 
the dual system. Steamship owners contended, said he, that 
there would be an increase in the amount of tolls paid under 
the change advocated by the canal administration. He said 
no increase was justified and that revenues were and had been 
for years “more than adequate to meet all proper charges 
against them.” On the other hand, said he, the shipowners 
believed a reduction in tolls was justified. He suggested that 
a reduction in toll charges might augment canal traffic and 
bring about an increase in net return. That had been the 
recent experience of the rail carriers and was a result com- 
monly encountered in industry, said he. 

“Apart from the possible increase of canal profits by a 
lowering of charges,” said he, “the shipping interests concerned 
are convinced that a reduction of tolls will logically follow 
from a fresh consideration of the capitalization of the canal as 
a commercial enterprise. While not yet complete, their studies 
on this subject, paralleling the sound basis established in 1922 
as the result of a report of a special Panama Canal commis- 
sion, indicate that a fair evaluation of the present capitaliza- 
tion of the canal as a commercial enterprise would establish 
a figure of only about half of the $546,600,000 which the canal 
authorities now assume.” 

H. W. Warley, vice-president and general manager of the 
Ore Steamship Corporation, a subsidiary of the Bethlehem 
Steel Corporation, explained that the ships used by his com- 
pany were specially designed for the ore-carrying trade after 
a study had been made of the United States and the Panama 
Canal rules for measurement and determination made that the 
company could operate the ships even if the outward voyage 
had to be made in ballast. 

“A consideration that I must with the greatest earnestness 
urge upon your committee,” said Mr. Warley, “is that in arriv- 
ing at its conclusions with respect to the tolls to be assessed 
on our ore ships you consider the possibility, if the charges 
are increased, of losing all of the ore traffic through the canal 
that these vessels would otherwise handle.” 

The Ore Steamship Corporation, said he, at the present 
rate of operations, was paying tolls at the rate of $505,000 per 
annum. 

Whatever was recommended by the committee and what- 
ever final action was taken by Congress, Mr. Warley made a 
strong plea that uncertainty with respect to the tolls situation 
be eliminated and that an element of stability be put into the 
situation that had not heretofore existed “and by that we mean 
that any permissible changes in the rate of tolls will be con- 
fined within narrow limits by Congress and that changes in 
the rules by which the tonnage is calculated will not rest in 
the discretion either of the canal authorities or a departmental 
official but will require legislation to effect them.” 

Mr. Warley opposed any changes that would result in an 
increase in the amount of tolls now being paid on “our special 
type of ore carriers engaged in carrying ore from Chile to the 
United States.” 

The committee will receive briefs from those interested and 
may hold a further hearing about the middle of November. 


PACKERS AND STEAMSHIP LINES 


Charges that they entered into reciprocal agreements with 
steamship companies have been made against Armour & Co. 
and Swift & Co. in an order signed by W. R. Gregg, acting 
Secretary of Agriculture. Violations of the packers and stock- 
yards act, 1921, are alleged. A hearing in the case has been 
scheduled for November 2 in New York City in the Old Post 
Office Building. 

In the order, which covers nine typewritten pages, the 
violations are alleged to have occurred principally between 
January 1, 1934, and September 1, 1936. Both Armour & Co. 
and Swift & Co. are charged with having agreed and arranged 
with C. H. Sprague & Son, Inc., agent for numerous passenger 
and freight steamers, to furnish such steamers with meat and 
meat food products under conditions contrary to the packers 
and stockyards act. The alleged violations included an agree- 
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ment that the packers mentioned were to furnish all the meat 
and meat food products for the steamers of C. H. Sprague & 
Son, Inc., and gave assurances to that firm of increased freight 
traffic. It is alleged also that there were threats, expressed 
or implied, to withhold large freight shipments unless that 
firm purchased all its meat from the packers named. 

Swift & Co., the order also alleges, agreed with the Inter- 
national Mercantile Marine Co., operating a large number of 
ships at the port of New York and elsewhere, to supply meat 
on substantially the same basis as in the arrangements with 
Sprague & Son, Inc. 


TEXAS PORTS AND BARGE RATES 


The controversy created by the publication by the govern- 
ment barge lines of rail-barge-rail rates on freight, all-kinds, 
tobacco, liquors, etc., import and coastwise, from New Orleans, 
La., to Dallas and Fort Worth, Tex., has been stilled by the 
withdrawal of those rates by the barge line and its rail con- 
nections. Announcement of the withdrawal was made by Major 
General T. @. Ashburn, president of the Inland Waterways 
Corporation, to H. B. Cummings, general manager, Houston 
Port and Traffic Bureau. Mr. Cummins had: written letters 
on the subject to C. C. Cameron, vice-president of the Illinois 
Central, and to General Ashburn. The tariffs about which Mr. 
Cummins wrote to them were suspended by the Commission 
in I. and S. No. 4248 (see Traffic World, Oct. 3, p. 624). Ina 
letter to Mr. Cummins, General Ashburn said: 


In reply to your letter of September 26, File 65-2, I may say that 
before this letter was received steps had been taken to withdraw the 
joint rates to which you refer, the purpose of withdrawal being to 
avoid complications in docket No. 26712, general investigation of barge- 
rail rates. 

As to our policy respecting port equalization and division of trade 
territories, so far as joint rates are concerned, we have not progressed 
in proceedings before the Interstate Commerce Commission or in our 
relations with rail carriers to a point where we have control over the 
measure of our rates except within very narrow limits. It therefore is 
not a question as to what our policy may be, but rather a question of 
railroad policy. 


L. D. Chaffee, the tariff publishing agent, was authorized 
by the Commission, in special permission No. 156291, to cancel 
the suspended tariffs on one day’s notice. 

F. G. Robinson, traffic manager of the Galveston Chamber 
of Commerce, took part in agitating the question raised by 
the now-to-be-canceled tariffs in publishing rates for applica- 
tion over what he termed “very extremely circuitous routes.” 
Mr. Robinson filed a petition asking the Commission to suspend 
the tariffs, which that body did. After the suspension order 
was issued Mr. Robinson followed up the matter by fuvnish- 
ing additional information and supplementing some that had 
been sent to the Commission to support the request for sus- 
pension. He contended that the proposed schedules were unlaw- 
ful in every respect and if permitted to become effective would 
jeopardize the entire southwestern rate adjustment, which, 
he said, the Commission had so earnestly endeavored to stabi- 
lize, and obviously would result in undue preference of New 
Orleans and undue prejudice to the Texas ports. 


PANAMA CANAL TRAFFIC 


In September 466 commercial ocean vessels transited the 
Panama Canal and tolls of $2,045,440.82 were paid thereon, 
according to a report made to the War Department by the 
governor of the canal. In the preceding month of August the 
transits were 473 and the tolls, $2,051,540.28. For the six 
months ended with September the transits were 2,846 as against 
2,424 for the same period last year and the tolls, $12,330,280.10 
as against $10,906,894.12 for the same period last year. 


SHIPPING AGREEMENT ATTACKED 


A petition filed by the Commonwealth of Massachusetts 
and the Boston Port Authority asking denial of changes pro- 
posed in agreement No. 3302, of the Association of West Coast 
Steamship Companies, has been docketed by the Shipping 
Board Bureau as No. 422. The basic agreement is involved 
in dockets Nos. 94 and 183; it is alleged, among other things, 
and the point is made that pending the decision of the De- 
partment of Commerce in those proceedings, the modifications 
should not be approved. 


IMPROVEMENT OF WATERWAYS 
An allotment of $220,000 for maintenance and amplification 
of the project for Hollywood Harbor (Port Everglades), Fla., 
has been made by the War Department. 
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October 10, 1936 


U. S. MARITIME COMMISSION 


The Traffic World Washington Bureau 


Marine labor difficulties weré considered by the United 
States Maritime Commission this week in its efforts to aid in 
bringing about settlements in controversies between marine 
labor and its employers. 

Rear Admiral H. A. Wiley, U. S. N., retired, designated 
by President Roosevelt as chairman of the commission, and 
other members of the commission conferred with Edward F. 
McGrady, Assistant Secretary of Labor, and Harry Lundberg, 
of the Sailors’ Union of the Pacific. 

Marine labor, it developed, was opposed to accepting arbi- 
tration if the Pacific coast longshoreman controversy was not 
settled by October 15 when the truce between the employers 
and employes will expire. 

Representatives of seamen have protested to the commis- 
sion and other government officials against provisions of the 
Copeland personnel act and have sought a 90-day extension of 
its provisions beyond December 25 when, if it is not extended 
by the Secretary of Commerce, it will become effective. Objec- 
tion is made to the continuous discharge book provision in the 
act. Complaint also was made that the merchant marine act, 
1936, did not contain provisions protecting labor. 

The commission is now made up of Admiral Wiley, Admiral 
Montgomery Taylor, U. S. N., retired, and George Landick, Jr., 
formerly of the procurement division of the U. S. Treasury. 

After it had been announced at Hyde Park, the President’s 
home, that Rear Admiral Hamlet, of the U. S. Coast Guard, 
had been appointed to the commission it was discovered that, 
under Coast Guard regulations, he could not accept appoint- 
ment to the commission and later retain his Coast Guard retire- 
ment benefits unless he were retired on account of disability. 
At that time it was announced at Hyde Park that the President 
had asked Rear Admiral Taylor to serve until Admiral Hamlet 
could take the oath of office. When Admiral Taylor was asked 
about that he said nothing had been said to him about serving 
temporarily. In the meantime steps have been taken to obtain 
for Admiral Hamlet a disability retirement but this must be 
approved by the Secretary of the Treasury and the President. 
It is not expected that final action will be taken as to Admiral 
Hamlet’s retirement for several weeks. 

President Roosevélt said at his press conference late Octo- 
ber 6 that there would be no further appointments to the 
Maritime Commission until after the election November 3. 
If Admiral Hamlet goes on the commission, there will be then 
one other appointment to be made, the law providing for a 
commission of five members, assuming that Admiral Taylor 
remains on the commission. 

The members of the commission are serving under recess 
appointments. Nominations for the five places on the commis- 
sion, it is expected, will be sent to the Senate by the President 


in January when Congress convenes. Whether or not the pres-— 


ent members will be nominated by the President is the subject 
of speculation. Some believe that the President will nominate 
other persons for the commission, though he may retain one 
of the former naval officers. In the announcement of the ap- 
pointment of the commission September 26 at Hyde Park it 
was said that that would permit a temporary organization to 
be set up. Inference was drawn from that statement that 
possibly the President intended to appoint a permanent com- 
mission of a different make-up later. 

After conferring with the Maritime Commission on the 
west coast maritime labor situation, Mr. McGrady, the Assistant 
Secretary of Labor, left for San Francisco to. continue his 
efforts to bring about a settlement. Admiral Wiley expressed 
the belief that a settlement would be effected even though the 
outlook for that was not promising. 

Golden W. Bell, assistant general solicitor of the, Depart- 
ment of Justice, has been “borrowed” by the Maritime Com- 
mission to serve as acting general counsel for it, and Telfair 
Knight, who has served as counsel in labor relations cases, has 
been appointed acting secretary of the commission. J. M. 
Chambers, assistant to Commissioner Landick when the latter 
was in the procurement division of the U. S. Treasury, is assist- 
ing the commissioner. 

The commission is taking the necessary steps to be pre- 
pared to proceed with adjustment of the ocean mail contracts 
when it begins administration of the merchant marine act 
October 26. 


WATER RATE ON PILING 


Dismissal of the complaint in No. 407, C. W. Spence, do- 
ing business as Pacific Lumber & Shipping Co. vs. Pacific- 
Atlantic Steamship Co. has been recommended by Examiner 
Robert M. Furniss, of the Shipping Board Bureau, on a pro- 
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posed finding that a rate charged on piling from Everett and 
Tacoma, Wash., to Wilmington, Del., was not unreasonable or 
otherwise unlawful. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


2204-2 between Colombian Steamship Company, Ine, and United 
Fruit Company modifying agreement 2204, as amended, to provide for 
a readjustment in the basis for distribution of pooled revenue on 
passenger traffic between New York and Jamaica and freight traffic 
from New York to Jamaica. 

5458 between United Fruit Company and Colombian Steamship Com- 
pany, Inc., providing for the apportionment, after deduction of specified 
handling charges, of earnings on all cargo, except perishable cargo 
handled in refrigerated spaces and mail, transported from Kingston, 
Jamaica, to New York, and for the establishment and maintenance of 
agreed rates and charges for the transportation of cargo in such trade. 

5459 between United Fruit Company and Colombian Steamship Com- 
pany, Inc., providing for the apportionment, after deduction of specified 
handling charges, of earnings on all cargo, except perishable 
cargo handled in refrigerated spaces and mail, transported from Cristo- 
bal, Canal Zone, to New York, and for the establishment and mainte- 
nance of agreed rates and charges for the transportation of cargo in 
such trade. 

5475 between Wilh. Wilhelmsen (Wilhelmsen Line), Aktiebolaget 
Svenska Amerika Mexiko Linien (Swedish America Mexico Line) and 
The New York and Porto Rico Steamship Company providing for the 
transportation of garlic under through bills of lading from Tampico 
and Vera Cruz, Mexico, to Puerto Rican ports, with transhipment at 
New Orleans. 

5476 between Standard Fruit & Steamship. Company and The New 
York and Porto Rico Steamship Company providing for the transporta- 
tion of garlic under through bills of lading from Tampico and Vera 
Cruz, Mexico, to Puerto Rican ports, with transhipment at New Or- 
leans, La. 

5489 between Red Star Linie G. m. b. H., and American Line Steam- 
ship Corporation and The Atlantic Transport Company of West Virginia 
(Panama Pacific Line) providing for the transportation of cargo under 
through bills of lading from Antwerp to Pacific Coast ports, with tran- 
shipment at New York. 

5490 between Arnold Bernstein Schiffahrtsgesellschaft m. b. H., and 
American Line Steamship Corporation and The Atlantic Transport Com- 
pany of West Virginia (Panama Pacific Line) providing for the trans- 
portation of cargo under through bills of lading from Antwerp and 
Rotterdam to Pacific Coast ports, with transhipment at New York. 

5496 between N. V. Nederlandsch-Amerikaansche Stoomvaart Mast- 
schappij (Holland America Line) and The New York and Porto Rico 
Steamship Company providing for the transportation of garlic under 
through bills of lading from Tampico and Vera Cruz, to Puerto Rican 
ports, with transhipment at New Orleans. 

5497 between Navigazione Libera Triestina, S. A., and The New 
York and Porto Rico Steamship Company providing for the transporta- 
tion of garlic under through bills of lading from Tampico and Vera 
Cruz to Puerto Rican ports, with transhipment at New Orleans. 

5505 between Cosulich ‘‘Societa Triestina Di Navigazione’’ (Consu- 
lich Line) and The New York and Porto Rico Steamship Company 
providing for the transportation of cargo under through bills of lading 
from Trieste, Venice, Fiume, Ancona, Bari, Patras, Malta, Palermo, 
Lisbon, Gibraltar and Algiers to Puerto Rico, with transhipment at 
New York. 


5507 between Pacific-Atlantic Steamship Company and The Cali- 
fornia Transportation.Company and Sacramento & San Joaquin River 
Lines, Inc., providing for the transportation of cargo under through 
bills of lading between United States Atlantic Coast ports and Sacra- 
mento and Stockton, with transhipment at San Francisco. 


5508 between States Steamship Company and The California Trans- 
portation Company and Sacramento & San Joaquin River Lines, Inc., 
providing for the transportation of cargo under through bills of lading 
between United States Atlantic Coast forts and Sacramento and Stock- 
ton, with transhipment at San Francisco. 

5509 between American Line Steamship Corporation and The Atlan- 
tic Transport Company of West Virginia (Panama Pacific Line) and 
Red Star Linie G. m. b. H., providing for the transportation of cargo 
under through bills of lading from Pacific Coast ports to Antwerp, with 
transhipment at New York. 

5511 between American Line Steamship Corporation and The Atlan- 
tic Transport Company of West Virginia (Panama Pacific Line) and 
Arnold Bernstein Schiffahrtsgesellschaft m. b. H., providing for the 
transportation of cargo under through bills of lading from Pacific Coast 
ports to Antwerp and Rotterdam with transhipment at New York. 

5320 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Pacific Steamship Lines, Ltd., providing for the transportation of cargo 
under through bills of lading between United States Atlantic Coast 
ports and United States Pacific Coast ports; between New York and 
ports in British Columbia, and between any foreign port of call of 
Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

5321 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
the Hammond Shipping Co., Ltd. (Christenson-Hammond Line) provid- 
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ing for the transportation of cargo under through bills of lading 
between United States Atlantic Coast ports and United States Pacific 
Coast ports; between New York and ports in British Columbia, and 
between any foreign port of call of Panama Pacific Line and United 
States Pacific Coast ports north of Los Angeles Harbor, with tranship- 
ment at San Francisco or Los Angeles Harbor. 

5323 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Chamberlin Steamship Co., Ltd., providing for the transportation of 
cargo under through ‘bills of lading between United States Atlantic 
Coast ports and United States Pacific Coast ports; between New York 
and ports in British Columbia, and between any foreign port of call 
of Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

5324 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Sudden & Christenson, providing for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports and 
United States Pacific Coast ports; between New York and ports in 
British Columbia, and between any foreign port of call of Panama 
Pacific Line and United States Pacific Coast ports north of Los Angeles 
Harbor, with transhipment at San Francisco or Los Angeles Harbor. 

5325 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Schafer Bros. Steamship Lines, providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and United States Pacific Coast ports; between New York 
and ports in British Columbia, and between any foreign port of call 
of Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

5326 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
McCormick Steamship Company, providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and United States Pacific Coast ports; between New York 
and ports in British Columbia, and between any foreign port of call 
of Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

5327 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Luckenbach Gulf Steamship Company, Inc., providing for the trans- 
portation of cargo under through bills of lading between U. S. Atlantic 
Coast ports and United States Pacific Coast ports; between New York 
and ports in British Columbia, and between any foreign port of call 
of Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

5328 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Luckenbach Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading between United States Atlantic 
Coast ports and United States Pacific Coast ports; between New York 
and ports in British Columbia. and between any foreign port of call 
of Panama Pacific Line and United States Pacific Coast ports north of 
Los Angeles Harbor, with transhipment at San Francisco or Los An- 
geles Harbor. 

2638-1 between Calmar Steamship Corporation and Union Steam 
Ship Company of New Zealand, Ltd., modifying agreement 2638 to 
provide for a change in the minimum proportion of the through rate 
which is to accrue to transpacific carrier. 

5426 between Wilh. Wilhelmsen and United States Lines Company 
providing for the transportation of cargo under through bills of lading 
from the Philippine Islands, China, and Japan to United Kingdom ports, 
with transhipment at New York. 

5427 between Lancashire Shipping Co., Ltd., and United States 
Lines Company providing for the transportation of cargo under through 
bills of lading from the Philippine Islands, China, Java, and the Strajts 
Settlements to United Kingdom ports, with transhipment at New York. 

5432 between United States Navigation Company, Inc., and Ameri- 
can-Hawaiian Steamship Company providing for the transportation of 
eargo under through bills of lading from Hamburg, Germany, to United 
States Pacific Coast ports, with transhipment at New York. 

5456 between Frank C. Strick & Company, Ltd., for itself and on 
behalf of Strick Line (1923), Ltd., and American Line Steamship Cor- 
poration and The Atlantic Transport Company of West Virginia (Pan- 
ama Pacific Line) providing for the transportation of dates under 
through bills of lading from Basrah, Irag, to United States Pacific 
Coast ports: viz., San Diego, Los Angeles Harbor, and San Francisco, 
Calif., with transhipment at New York. 

5457 between Frank C. Strick & Co., Ltd., for itself and on behalf 
of Strick Line (1923), Ltd., and American-Hawaiian Steamship Com- 
pany providing for the transportation of dates under through bills of 
lading from Basrah, Iraq, to Los Angeles Harbor, San Francisco, and 
Oakland, Calif.; Seattle and Tacoma, Wash.; and Portland, Ore., with 
transhipment at New York. 

5468 between New York and Cuba Mail Steamship Company and 
The New York and Porto Rico Steamship Company providing for the 
transportation of garlic under through bills of lading from Tampico 
and Vera Cruz, Mexico, to Puerto Rican ports, with transhipment at 
New York. 

5472 between Red Star Linie G. m. b. H., and Arnold Bernstein 
Schiffahrtsgesellschaft m. b. H. and Seatrain Lines, Inc., providing for 
the transportation of cargo under through bills of lading from Antwerp 
to New Orleans, with transhipment at New York. 

5474 between The New York and Porto Rico Steamship Company 
and ‘‘Italia’’ (Flotte Riunite Cosulich, Lloyd Sabaudo, Navigazione 
Generale) providing for the transportation of cargo under through bills 
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of lading from Puerto Rican ports to Genoa and Naples, with tran- 
shipment at New York. 

5217 between Oceanic and Oriental Navigation Company and Amer- 
ican-Hawaliian Steamship Company providing for the transportation of 
cargo, with the exception of silk, bullion and specie, under through 
bills of lading from China, Japan, Philippine Islands and French Indo- 
China to United States Atlantic ports, with transhipment at San Fran- 
cisco or Los Angeles Harbor. 

5218 between Oceanic and Oriental Navigation Company and Wil- 
liams Steamship Corporation, providing for the transportation of cargo 
(except silk, bullion and specie) under through bills of lading from 
China, Japan, Philippine Islands and French Indo-China to United 
States Atlantic Coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

5318 between Pacific Coast Direct Line, Inc., and The Oceanic 
Steamship Company and Oceanic and Oriental Navigation Company, 
providing for the transportation of cargo under through bills of lading 
from United States Atlantic Coast ports to ports in the Fiji Islands, 
New Zealand and Australia, with transhipment at San Francisco or 
Los Angeles Harbor. . 

5465 between Luckenbach Steamship Company, Inc., and United 
Fruit Company providing for the transportation of cargo under 
through bills of lading from United States Pacific Coast ports to Ha- 
vana, and other Cuban destinations, with transhipment at New York. 

5495 between Nippon Yusen Kaisha and States Steamship Company 
(California-Eastern Line) providing for the transportation of cargo 
under through bills of lading from Japan, China, Philippine Islands, 
Manchukuo, Hongkong, Indo-China, Siam, Straits Settlements, India 
and East Indies, to United States Atlantic ports, with transhipment at 
Portland, Seattle, Tacoma, Los Angeles Harbor or San Francisco. 

5498 between Nippon Yusen Kaisha and Pacific-Atlantic Steamship 
Company (Quaker Line) providing for the transportation of cargo under 
through bills of lading from Japan, China, Philippine Islands, Man- 
chukuo, Hongkong, Indo-China, Siam, Straits Settlements, India and 
East Indies to United States Atlantic ports, with transhipment at Port- 
land, Seattle, Tacoma, Los Angeles Harbor or San Francisco. 

5500 between Bank Line, Ltd., Dollar Steamship Lines, Inc., Ltd., 
Kellogg Steamship Corporation and Nippon Yusen Daisha et al. provid- 
ing for association of the carriers in a committee to be known as the 
New York Committee of Inward Far East Lines, to deal with traffic 
from the Far East, Netherland East India and Ceylon, moving to 
United States Atlantic or Gulf ports. 


Agreements Cancelled 


4780 between Oceanic and Oriental Navigation Company and Amer- 
ican-Hawaiian Steamship Company, which will be superseded by 
agreement 5217. 

2736 between Williams Steamship Corporation and Oceanic and 
Oriental Navigation Company, which will be superseded by agree- 
ment 5218. 

3712 between Pacific Coast Direct Line, Inc., The Oceanic Steam- 
ship Company and Oceanic and Oriental Navigation Company, which 
will be superseded by agreement 5318. 

1097 between Luckenbach Steamship Company, Inc., and United 
Fruit Company, which will be superseded by agreement 5465. 

4869 between Nippon Yusen Kaisha and States Steamship ‘Company 
(California-Eastern Line), which will be superseded by agreement 5495. 

4868 between Nippon Yusen Kaisha and Pacific-Atlantic Steamship 
Company (Quaker Line), which will be superseded by agreement 5498. 
* 112 between Bank Line, Ltd., Dollar Steamship Lines, Inc., Ltd., 
Kellogg Steamship Corporation and Nippon Yusen Kaisha et al. pro- 
viding for association of the carriers in a committee to be known as 
the New York Committee of Inward Far East Lines, to deal with traffic 
from the Far East, Netherland East India and Ceylon, moving to United 
States Atlantic or Gulf ports, which has been superseded by agree- 
ment 5500. 


OCEAN SHIPPING NEWS 
The Traffic World New York Bureau 
The ocean freight market has continued firm in the last 


week, with the prospect improved. It was predicted that 
tonnage would be as scarce in late October and November as it 
has been in the last few weeks. The grain trade from the St. 
Lawrence continued its activity and in several other trades 
a fair volume of business was consummated. 


Grain fixtures included five from the St. Lawrence, all on 
the basis of 2s 3d to picked ports U. K./Antwerp-Rotterdam 
range for October and November loading. One of these, 28,000 
quarters, was done on option for the Mediterranean at 2s 7'<d 
for late October-early November loading. 

A feature of the time charter trade was the chartering 
of a number of vessels for periods varying from three to seven 
months in the West Indies and Canadian trades, most of this 
business having previously been done on round trip basis. A 
total of ten such charters was reported at rates varying from 
$1.00 to $1.30. Longer voyages on time charter were lacking, 
however. 

The transatlantic sugar trade was lifeless. 

Scrap iron trading was again limited to a single fixture, 
a 6,000-ton steamer from the North Atlantic range to West 
Italy on the basis of $4.40, gross form, for November loading. 

Among the miscellaneous fixtures was a motorship, 4,500 
tons, with sulphur from the Gulf to Port Kembla and Adelaide, 
done at about 25s 6d for October loading. 
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A number of fixtures were reported from the North Pa- 
cific. They included a steamer of 3,378 net to the Far East 
for October-November loading, a motorship of 4,285 net for 
jumber and general cargo to China on lump sum basis, $65,000 
f. i. o. for October loading and a motorship of 3,128 net tons 
to four ports in South Africa, also on lump sum basis, £10,500 
f. i. o., for October-November loading. 

Volume of chartering on the Pacific coast for September 
declined to some extent due to the fact that labor agreements 
were expiring September 30 and American charterers showed 
little disposition to have October-November tonnage fixed from 
American loading ports until continued amicable relations with 
labor were assured, according to the monthly freight and char- 
ter market report of the General Steamship Corporation. With 
the postponement of action on the situation at the end of the 
month it was hoped that some mutually satisfactory agree- 
ment would be formulated by October 15, the new deadline. 

In the grain trade, no full cargoes or parcel business from 
U. S. ports to China or Japan was reported. There were no 
full cargoes or large parcels to U. K./Continent from U. S. 
ports, although some business was done from British Columbia 
at rates in the neighborhood of 24s to 25s f. i. o. on charter and 
18s on liners. There was some intercoastal grain business 
effected for shipment via regular berth line vessels. Inquiry 
was heard for American tonnage on time charter to load grain 
but in view of the strong intercoastal situation tonnage was not 
obtainable. 

No full cargoes of lumber were fixed from U. S. ports 
to U. K./Continent but considerable lumber was sold from 
British Columbia for movement during October, November, 
December. Space was tight, even at conference rates. In the 
Japan lumber trade there were no full cargoes from U. S. 
ports but one was reported fixed from British Columbia on 
lump sum basis, f. i. o. Berth rates remained unchanged at 
$6.00 on baby squares, $6.50 on large squares and $8.50 on 
logs. One or two vessels were fixed on lump sum basis from 
British Columbia to China. Berth rates in this trade remained 
the same, $6.75 on lumber, $9.00 on logs to Shanghai, with 
50c additional for North China ports. Two lumber fixtures 
were reported from British Columbia to Australia, one a part 
cargo for a steamer of 2,861 net tons for November loading, 
done on private terms and the other a vessel of 2.848 net tons 
on time charter for October loading. No full cargoes to 
Australia were done from U. S. ports. Two or three vessels 
were reported fixed on lump sum basis from British Columbia 
to South Africa. In the intercoastal trade activity was re- 
tarded because of threatened labor tieups. 

Labor conditions also affected the time charter market 
and only a few scattered charters were reported. 

Tramp vessels continued to bring cargoes of corn from the 
Argentine and ore from Russia. 

Tanker fixtures from the Pacific coast were confined mainly 
to business for the Far East and Australia. There were three 
dirty cargoes for Japan and one clean vessel and two dirty 
cargoes were fixed for the Philippines. 


The Delaware and Raritan Canal Commission, a body cre- 
ated by the New Jersey legislature, is ready to start a survey 
to obtain figures on the potential commerce for the canal, ac- 
cording to Joseph Sterling, its chairman. It is proposed to 
enlarge the waterway to a width of 131 feet with 14-foot depth, 
and to provide new locks 310 feet long and 45 feet wide and 
that it be operated by the federal government as a free water- 
way. It would then provide safe inland passage for the 
largest inland barges, motorships and pleasure boats, it is 
stated. The canal connects the Raritan River with all points 
in New England and Great Lake states with the Delaware 
River, Philadelphia, Baltimore, Norfolk and all points south. 
The improvement would include a by-pass of the canal passing 
east and southeast of the city of Trenton, shortening the length 
of the canal to 40 miles against 44 miles by the old’ route 
through Trenton. 

Questionnaires are to be distributed by the commission 
to shippers and industries in order that figures showing poten- 
tial commerce may be submitted to the U. S. Army engineers. 
Headquarters of the commission are in New Brunswick, N. J., 
and A. J. Morris, New York, has been appointed industrial 
investigator. 


New York dealers in shipping supplies, who feared that the 
foreign trade zone soon to be established at Staten Island 
might pave the way for foreign dealers to make direct sales 
to foreign shipping without payment of duty, have been reas- 
sured by the Merchants’ Association of New York, which had 
queried Commissioner of Customs James A. Moyle on the sub- 
ject. Commissioner Moyle replied that, under the foreign 
trade zones act, the lading from a zone on vessels for use on 

rd as supplies of merchandise brought into a zone under 

circumstances stated was not authorized and would not be 
permitted. 
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Shi * a 
ipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(District Court, E. D. New York.) Statute prohibiting 
limiting liability for negligence held not applicable to charter 
and subcharter of barge, where barge was private carrier 
(Harter Act, 46 U. S. C. A., Secs. 190-195). (The Northern 
No. 29, 15 Fed. Sup. 543.) 

Owner of chartered barge, where not party to contract 
between charterer and subcharterer, held not liable to sub- 
charterer in in personam suit based on contract for loss of 
cargo upon sinking of barge, where bill of lading prepared by 
subcharterer and signed by representative of owner made no 
reference to contract.—Ibid. 

In suit by subcharterer against owner of barge for loss of 
its shipment due to sinking of barge, bill of lading prepared 
by subcharterer, signed by representative of owner, held ad- 
missible as proof of circumstances surrounding shipment.—Ib‘d. 

Unnegotiated bill of lading prepared by shipper to which 
barge was chartered and signed by barge owner held merely a 
receipt.—Ibid. 

Barge owner chartering barge owed duty to have barge 
seaworthy when she broke ground.—Ibid. 


Presumption of breach of duty of barge owner chartering 
barge to have barge seaworthy when she broke ground existed 
where barge sank soon after with less than capacity cargo 
and no other cause for sinking was evident.—Ibid. 


Where barge sank with less than capacity load of coal, 
although there was nothing unusual about the sea which sea- 
worthy barge could not be expected to meet, barge owner held 
liable to subcharterer for loss of coal shipped by it on ground 
of negligence in furnishing unseaworthy barge.—Ibid. 


Barge owner chartering unseaworthy barge is liable to sub- 
charterer for loss sustained thereby, regardless of whether 
carrier is common or private carrier, in absence of express con- 
tract between parties.—Ibid. 


Unseaworthiness of barge existing with owner’s privity or 
knowledge at time of breaking ground would preclude limita- 
wa? 4 owner’s liability for loss of cargo from sinking of barge. 
—Ibid. 


Where barge was unseaworthy when she broke ground, 
barge owner held not entitled to limitation of liability for loss 
of cargo from sinking of barge, notwithstanding that owner 
then knew of no defect, since owner was bound to see that 
barge was then seaworthy.—Ibid. 





(District Court, D. Massachusetts.) Contract whereby 
United States, hiring scow from owner for use in towing trap 
rock sold by owner to United States, limited its liability to 
such losses as were not adequately covered by insurance held 
valid. (New Haven Trap Rock Co. vs. United States, 15 Fed. 
Sup. 619.) 


(Circuit Court of Appeals, Ninth Circuit.) On appeal from 
District Court to Circuit Court of* Appeals from decree in ad- 
miralty, court in trial de novo, will consider whole evidence 
pertinent to issue with presumption that findings of District 
Court are correct. (The James Griffiths, 84 Fed. (2d) 785.) 

On appeal in admiralty from decree of District Court 
where all of pertinent evidence was heard viva voce by district 
judge, Circuit Court will give presumption of correctness of 
finding of District Court its fullest strength.—Ibid. 

Master’s delegation to Sea Service Bureau of exercise of 
diligent inquiry as to qualifications of desired chief officer held 
not to show lack of due diligence.—Ibid. 

Master’s delegation to Sea Service Bureau of exercise of 
diligent inquiry as to qualifications of desired chief officer 
would impose on shipowner liability arising from any lack of 
diligence in exercise of such agency.—Ibid. 

While burden of proof is on shipowner to show a diligent 
jnauiry concerning competency of chief officer, master is not 
put on inquiry as to whether chief officer was about to use or 
was using medical treatment which might result in chief officer’s 
incomnetency, where such officer appeared strong and healthy. 
—Ibid. 

Evidence held to establish that shipowner exercised due 
diligence in determining competency of chief officer before sail- 
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ing, as regards liability for loss of shipment sustained when 
chief officer stranded vessel through his incompetency induced 
by overdoses of aspirin.—Ibid. 


BOSTON PORT CASES 


The Norfolk Port-Traffic Commission has been permitted 
to intervene in No. 94, Boston Port Authority vs. Colombian 
Steamship Co., Inc., et al., No. 183, Commonwealth of Massa- 
chusetts vs. Colombian Steamship Co., Inc., et al., and No. 
414, Commonwealth of Massachusetts and Boston Port Au- 
thority vs. Colombian Steamship Co., Inc., et al., by H. S. 
Brown, chief of the division of regulation of the Shipping 
Board Bureau. 


TRANSATLANTIC AIRSHIP PLANS 


Secretary of Commerce Roper and Assistant Secretary 
Johnson conferred this week with Dr. Hugo Eckener, of Ger- 
man Zeppelin organization, with reference to trans-Atlantic 
lighter-than-air service. He said that proposals for aiding the 
development of the service would have to be passed on by 
Congress. Discussing the matter Mr. Roper said: 


Development of the service is being considered tentatively on the 
same basis as surface shipping is promoted, which provides for govern- 
ment aid in construction and operation, but operated as private enter- 
prises with private capital commercially invested. 

The recently created Maritime Authority and the Bureau of Air 
Commerce would have respective duties in the development, promotion 
and regulation of the service with respective countries granting recip- 
rocal concessions in the way of landing facilities and lighter-than-air 
ship ports. 

While the German flights to this country are still classified as 
experimental, Dr. Eckener discussed the advisability of early regular 
schedules which would necessitate the construction of ports. He sug- 
gested Hybla Valley, near Alexandria, Va., as an ideal site. 


AIR TRAFFIC 


Scheduled air lines operating in continental United States 
carried 106,143 passengers in August, according to reports 
received by the Bureau of Air Commerce, Department of Com- 
merce, from the 22 companies operating in that month. 

The 22 scheduled air lines flew 6,046,421 miles, carried 
565,358 pounds of express, and flew 43,109,200 passenger miles 
in August. 

Comparisons with June and July of 1936, and August, 
1935, are shown in the following: 


June, 1936 July,1936 Aug.,1936 Aug., 1935 
Companies operating .... 21 22 22 25 
Companies reporting .... 21 22 22 25 
Passengers carried 97,453 111,072 106,143 89,581 
Passenger miles flown ... 40,252,357 44,363,670 43,109,200 35,732,204 
Express carried (pounds) 701,142 613,837 565,358 392,212 
Express pound miles 
ere | 
Miles flown 
Passenger seat miles 
flown 
Per cent—seats used .... 


299,509,562 
6,043,403 


293,915,891 
6,046,421 


202,818,402 
5,755,679 


63,789,068 
69.54 


63,896,665 
67.47 


60,429,186 
59.13 


PILOTS AND AIRCRAFT 


There were 15,763 pilots and 7,747 aircraft holding active 
Department of Commerce licenses on October 1, according to 
the Bureau of Air Commerce, Department of Commerce. ‘On 
October 1, 1935, there were 14,763 licensed pilots and 7,344 
licensed aircraft. 

The total number of aircraft licensed and unlicensed of 
which the department had record on October 1, was 9,621, 
while this number on the corresponding day of last year was 
9,139. Unlicensed aircraft (bearing identification numbers 
only) totaled 1,874 on October 1. 

Among the 15,763 persons holding pilots’ licenses as of 
October 1, were 7,416 transport, 881 limited commercial, 6,752 
private and 714 amateur. The licensed pilots included 432 
women classified as follows: Transport, 69; limited commercial, 
25; private, 278; and amateur, 60. 


TWA ASKS RATE INCREASE 


In air mail docket No. 17, Transcontinental & Western Air, 
Inc., has petitioned the Commission for an increase in its rate 
of compensation for the transportation of mail by airplane 
and the service connected therewith over air mail route No. 2, 
between New York and Los Angeles. 

The air line says the rate heretofore prescribed by the 
Commission is not fair and reasonable compensation. The 
Commission prescribed by order of March 11, 1935, a base rate 
of 24 cents an airplane mile, with adjustments downward when 
the airplane miles flown each month exceeded 600,000. For 
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mail loads in excess of 300 pounds the order provided for in. 
creases as authorized by the air mail act. 

Cost of transporting air mail and the service connected 
therewith has substantially increased since the conclusion of 
the Commission’s investigation which resulted in the fixing of 
the rate attacked, it is alleged. Among increased costs listed 
are cost of gasoline, rental of airports and other facilities, com- 
pensation of pilots and co-pilots and cost of materials and main- 
tenance. 

The Commission is asked to hold a hearing on the petition 
and fix as soon as possible fair and reasonable rates for com- 
— within the limitations of the air mail act, 1934, as 
amended. 


AIR MAIL PAY 


National Parks Airways, Inc., in air mail docket No. 18, 
has asked the Commission to review its order of March 11, 
1935, in which a rate was prescribed for the transportation of 
mail by plane with a view to prescribing a rate that may be 
just and equitable to the petitioner. National Parks Airways 
is a successor in interest to Alfred Frank, who was a respondent 
in air mail docket No. 1. It operates over route extending from 
Salt Lake City, Utah, to Great Falls, Mont., with intermediate 
stops at Ogden, Utah., Pocatello and Idaho Falls, Ida., and 
Butte and Helena, Mont. The order of March 11, 1935, pre- 
scribed a rate of 33% cents a mile on a base mileage of 30,000 
miles for the route, which is No. 19. 

According to the petition additional schedules have been 
required so that the mileage now flown is in excess of 54,000 
miles a month. In addition by reason of regulation by the 
Bureau of Air Commerce of the Department of Commerce, the 
contractor is required to use multimotored equipment. The 
Bureau of Air Commerce has also found that the distance from 
Salt Lake City to Great Falls is 551 miles instead of 517 miles 
as originally determined. 

The petitioner says that by reason of the regular mileage, 
the increase in schedules and change in equipment now re- 


quired its investment and operating costs have been greatly 
increased. 


COAL AND CAR SUPPLY 


“Some railroads are calling our attention to the large 
amount of unbilled coal held on mine sidings and contend that 
so long as this coal is not billed out, they cannot rightfully 
be charged with a shortage of cars, even though the operator 
fails to receive the exact number requested,” says the National 
Coal Association in a bulletin to members. “Operators should 
make every effort to cooperate with the carriers in relieving 
the unbilled car situation.” In addition the association said: 

Again, bituminous coal production exceeded eight and a half 
million tons during the week ended September 26, the estimate being 
8,550,000 tons, even though warm weather prevailed over most of the 
United States east of the Mississippi River. The production for the 
year was approximately 34,000,000 tons ahead of last year, up to 
September 26. Lake dumpings up to and including September 2 
totaled 32,149,000 tons, as against 26,900,000 tons for the same period 
last year. Ore shipments down the lakes were the heaviest since 1930; 
265 boats are now in service handling ore and coal on the lakes 
and some difficulty is being experienced in getting boats to handle 
coal from the lower lake ports. The last information is that some 
of the ore boats have been returning north empty in order to bring 
down more ore, not waiting to take on a load of coal for the return 
trip. As a result of this heavy movement and some shortage of 
boats, approximately thirty thousand cars of coal are reported at 
the head of the lakes today though dumping is going forward as 
rapidly as possible. The railroads also report approximately 10,00 
ears held at Atlantic ports, both north and south. Dumping is also 
going on rapidly at those ports. Erratic car shortages are reported 
in several localities. Likewise, some sections report that equipment 
being furnished is in delapidated condition, requiring the expenditure 
of large sums in order to put it in condition before use. Certain types 
of equipment are almost impossible to secure. Steel, pipe, lumber, 
sand and gravel industries are increasing their demands for the avail- 
able car supply. Increases predicted for the loading of commodities 
that use a large number of open top cars for the last quarter of 
1936 as compared with the last quarter of 1935 are: Iron and steel 
21.6%, ore 40.8%, sand and gravel 13%, and lumber and forest prod- 
ucts 15.7%, which indicates the demand for this equipment will 
continue to be heavy. 


GOVERNMENT EMPLOYES AND TRAVEL 


Under a ruling made by the U. S. Comptroller General’s 
office government employes will have to pay carriers any 
charge above the lowest-priced first-class accommodations when 
traveling on government business. Heretofore the government 
has paid excess charges and recovered them later from the 
employe. Hereafter, it will pay only for the lowest-priced first- 
class accommodations and if the employe obtains higher priced 
accommodations the carrier must look to him for the difference. 
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SOLICITORS AND CIGARS 
Editor The Traffic World: 


Comes now the undersigned, who was once a cub freight 
solicitor for his railroad in his earlier days, to state that Mr. 
L. E. Whitney, of The Whitney Company, has the wrong slant 
on the romance of our railroad and industrial life when he 
voices his feelings as he did in his letter which appeared in 
the September 19 Traffic World. The undersigned admitting 
that he was once a cub solicitor and did hand out cigars to 
shippers, for the purpose of the record in this case, the fol- 
lowing is given: 

At the age of twenty he did qualify for the job of traveling 
freight agent for his railroad and, again for the purpose of 
the record, that the railroad was the Cotton Belt Route and 
the confession entered that he had to jack up his age several 
years for the Big Chief in St. Louis to approve the promotion. 
Up to that age he had not learned the “evil” of smoking and, 
after accepting the job as a cub solicitor and going boldly 
forth with his armor on strong in the sacred belief that his 
railroad was as good as any other, as wide as any of them 
but perhaps not as long as some of them, he felt he had to 
meet existing competition. He asked a fellow solicitor of a 
connecting friendly line to recommend the brand and price of 
a good cigar for a solicitor just starting out to carry with him. 
Said fellow freight solicitor of a supposedly friendly connect- 
ing line, being a little further on in years and knowing the 
game, recommended one priced at fifteen cents straight. 


Let it be noted in the record that, before the war, a fifteen 
cent cigar was and still is today in the deluxe class; but a 
friendly solicitor had recommended same and why should a 
nonsmoker cub solicitor just starting out think of questioning 
such advice or even figuring if his expense account would per- 
mit him to afford the same? Competition did disclose, how- 
ever, to the then cub solicitor that other freight solicitors were 
not handing out cigars of the deluxe class, but seven centers, 
and with the market in volume being at five cents per. Your 
cub solicitor at that early age, being a reader of The Traffic 
World and having read therein something about discrimination, 
undue prejudice, and undue preference, came to realize that 
to continue to hand out fifteen cent deluxe cigars while his 
competitors only handed out seven centers, they, in due time, 
would nail him on one of those three issues and possibly on 
all of them, even though their meaning was at that time 
decidedly vague. To avoid any one of such issues being raised 
by his fellow competitors and more so by reason of expense 
account limitations, your cub solicitor became a convert to the 
seven center cigar but continued to carry a few of the fifteen 
cent deluxe class for the two-car shipper or preferred shipper. 


Then let the record show how the cub solicitor had to 
develop the technique or art of handing out the cigar—that was 
an art to learn, especially for a nonsmoker. Having gained 
admittance to the office of the shipper, the first approach was 
that of drawing out a lot of papers neatly folded and ear- 
marked. With a little moisture applied to the right hand 
thumb, the particular advice letter was drawn from the pack 
and the ice was broken. Then came the moment to draw the 
right hand up and across to the coat pocket where the cigars 
were kept. No—the moment was not just right as some pretty 
blonde stenographer looked over toward you and made you 
weaken and almost forget the purpose of your call and possibly 
your orderly outlook on life. Picking up courage, another at- 
tempt would be made and the whole act was once more crabbed 
by the telephone ringing. A third attempt was made just at 
about the time the cub solicitor thought he had convinced the 
shipper that the map in the Official Guide clearly showed his 
railroad to the shortest line between two points, but lo 
and behold, when the cigar was almost wholly drawn out of 
the pocket, it was found that the end was so brokeri that it 
looked like a bunch of rhubarb. 

That was the age in life of a railroad freight solicitor before 
Mr. Dupont, or whoever it was, invented the cellophane cigar 
wrapper. Some day somewhere the railroad freight solicitors 
of our land are going ta raise a fund for the erection of a 
monument to Mr. Dupont in memory of him as their bene- 
factor in eliminating the casualty list among cigars by the in- 
vention of cellophane. 

_ Finally, at the fourth attempt, your cub solicitor succeeded 
in performing a perfect act and the cigar reposed on the ship- 
per’s desk. What a grand and glorious feeling that was— 
and a relief likewise—and Mr. Whitney, if he never experienced 
that feeling, just missed out on one of the finer things of life. 

_ Then the cub solicitor did, in a way, practice discrimina- 
tion. Some shippers never rated a cigar and, for reasons known 
only to the cub solicitor and which will never be disclosed, the 
one-car shipper only rated a seven center cigar (five cents per 
on quantity purchase) while the two-car shipper rated a fifteen 
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cents straight deluxe. To the shipper whose usual stock an- 
swer was, “I will keep you in mind,” and had not yet come 
across, your cub solicitor gave a deluxe cigar, in the child-like 
belief that some day the promise of a car of freight would 
materialize. 

To think unkindly, Mr. Whitney, of the railroad freight 
solicitor when he hands you a cigar, even a seven center, is 
to think unkindly of the old gent who takes off the part of 
Santa Claus in the toy department of the department store at 
Christmas shopping time; to think unkindly of the bunnies at 
Easter time; to think unkindly of the Dionne quins when their 
picture appears under a breakfast food advertisement; to think 
unkindly of the kid who placed an empty purse on the side- 
walk on April Fool’s Day and even to think unkindly of young 
America down by the old swimming hole and/or urchins who 
slip under the circus tent and get away with it. All these 
are part of the romance of life—a life as we want to have it, 
unregimented and free. 

Oh! If it were possible to turn backward, turn backward 
time in its flight and make the undersigned a railroad freight 
solicitor once again, just for a day, he would call on Mr. Whit- 
ney and hand him a deluxe special cigar, full from tip to tip 
with the romance of railroad life and at eventide that day, 
your cub solicitor would incorporate in his report to the boss 
that Mr. Whitney had not only given him two cars on his call, 
but had promised him all future shipments and that his appar- 
ent unkindly feeling towards the members of the craft had been 
entirely cleared up. 

Recalling the happy years of his life as a railroad freight 
solicitor and of one who has frankly confessed that he once 
handed out cigars to shippers, even with forethought discrimina- 
tion, this is respectfully submitted by the undersigned for the 
record, not as a defence of the railroad solicitor, but of those 
things in our daily life and experience we like to take with a 
smile, when life after all is just a blend of humor and pathos. 
So let the railroad freight solicitors keep up the romance of 
the past and may they ever rate the undersigned once cub 
solicitor as entitled to a deluxe cigar; and that they be just 
as welcome in his office if he be rated by them as only a seven 
center, or not entitled to any at all. 

Chas. W. Braden, General Traffic Manager, 
National Distillers Products Corporation. 
New York, N. Y., Oct. 5, 1936. 





Editor The Traffic World: 

I have been keenly interested in the various letters appear- 
ing in your columns relative to “solicitors and cigars,” for such 
a discussion deals with a very important phase of railroad 
activity—namely, salesmanship. However, your editorial on 
the subject in the October 3 issue did not point out the obvious 
fact that within the pages of The Traffic World, in every issue, 
there is a world of fresh material offering freight solicitors 
abundant opportunity to gain ideas for discussion with their 
shippers. 

Surely, the traffic manager is vitally interested in current 
events in the transportation field, and, to take but one instance 
of valuable material which your columns make available to 
the freight solicitor for discussion with such, I would suggest 
that any solicitor who will carefully study the tentative rate 
changes as set forth.jn detail on pages 611 to 617 of the Octo- 
ber 3 issue and discuss them with his shippers, could make 
a most valuable report to his superior officers relative to the 
attitude of a selected clientele. 

Twenty-five cents invested in that publication will certainly 
offer larger returns than that many dollars invested in cigars! 

L. E. Whitney, Traffic Counsel. 

Chicago, Ill., Oct. 6, 1936. 


C. G. W. STRIKE THREATENED 


A strike vote is being taken by union employes of the 
Chicago Great Western Railroad, involving about 1,800 men, 
to enforce payment by the railroad of awards made by the 
National Railroad Adjustment Board for alleged violations of 
contract rules. The amount involved is about $60,000. The 
trustees of the Great Western, Luther M. Walter and Patrick 
H. Joyce, are resisting payment on the ground that the present 
arrangement has continued for about 17 years, with the con- 
sent of the men, and the effort to collect now is based on a 
technicality and would result in grave injustice and unfairness. 
They are under the jurisdiction of the federal court and have 
filed in that court in Chicago a petition for instructions. If 
the court orders them to pay, that will end the matter; if it 
does not order them to pay, then it is expected that the strike, 
as a means of collecting, will be put into force. 

The appeal by the trustees to the Adjustment Board for a 
rehearing and specific findings was denied (see Traffic World, 
Sept. 19, p. 525). 
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FREIGHT LOADING FORECAST 


Freight car loadings in the fourth quarter of 1936 are 
expected to be about 9.7 per cent above actual loadings in the 
same quarter in 1935, according to estimates compiled by the 
thirteen Shippers’ Regional Advisory Boards, says the Associa- 
tion of American Railroads. 

On the basis of these estimates, freight car loadings of the 
twenty-nine principal commodities will be 5,603,186 cars in 
the fourth quarter of 1936, compared with 5,107,030 actual 
loadings for the same commodities in the corresponding period 
in 1935. 

Each of the thirteen Shippers’ Regional Advisory Boards 
estimates an increase in the loadings for the fourth quarter 
of 1936 compared with the same period in 1935. 

The tabulation below shows the total loading for each 
district for the fourth quarter of 1935, the estimated loadings 
for the fourth quarter of 1936, and the percentage of increase. 


Actual Estimated 

Shippers’ Advisory Loadings Loadings Per Cent 

Boards 1935 1936 Increase 
INI raxkca eck os. ceca ecs 702,118 797,338 13.6 
I ed might og lac hi 202,739 209,992 3.6 
Pacific Northwest ................ 184,018 208, 363 13.2 
Pe oa wa! sor See cihonw vohee 479,990 541,521 12.8 
I, et Cats... Sek ocew db cers 329,393 357,045 8.4 
RO Pe ere eee 354,382 428,361 20.9 
EP ee eee 533,072 597,663 12.1 
ee ee 241,634 242,530 0.4 
ee ee 108,260 113,966 5.3 
I 2 dnc ren a0 Gly a koi Smee OS 298,034 300,840 0.9 
NE eo hn wnat xpha vet acu 715,713 763,257 6.6 
NE) oe a! oss be od diene 666,961 735,569 10.3 
Trans-Missouri-Kansas ........... 290,716 306,741 5.5 
ee ea Te eee 5,107,030 5,603,186 9.7 


Of the twenty-nine commodities included in the estimate, 
increases are expected in twenty-two, while decreases are ex- 
pected in seven. The twenty-two for which an increase is 
estimated follows: 


Flour, meal and other mill products; hay, straw and alfalfa; cotton; 
cotton seed and products except oil; coal and coke; ore and concen- 
trates; gravel, sand and stone; salt; lumber and forest products; pe- 
troleum and petroleum products; sugar, syrup and molasses; iron and 
steel; machinery and boilers; cement; brick and clay products; lime 
and plaster; agricultural implements and vehicles other than automo- 
biles; automobiles, trucks and parts; fertilizers of all kinds; paper, 
paper board and prepared roofing; chemicals and explosives; and canned 
goods including all canned food products. 


The seven commodities for which a decrease is estimated 
are: 


Grain; citrus fruits; other fresh fruits; potatoes; other fresh vege- 
tables; live stock; and poultry and dairy products. 


Of the commodities for which increases are estimated in 
the fourth quarter of 1936 compared with the same period in 
1935, those showing the largest percentages of increase are: 


Ore and concentrates, 40.8 per cent; iron and steel, 21.6 per cent; 
machinery and boilers, 20.5 per cent; cement, 19.7 per cent; brick and 
clay products, 15.9 per cent; lumber and forest products, 15.7 per cent; 
cotton, 15.3 per cent; lime and plaster, 14.2 per cent; gravel, sand and 
stone, 13 per cent; automobiles, trucks and parts, 11.5 per cent; fer- 
tilizers of all kinds, 10.5 per cent; and coal and coke, 10.3 per cent. 


Estimates as to the anticipated loading of grains of all 
kinds indicated a reduction of 21.9 per cent in the fourth quarter 
of this year compared with the same period one year ago, while 
for citrus fruits it was estimated there would be a reduction of 
9.6 per cent, and for other fresh fruits, 12.9 per cent. A reduc- 
tion of 11 per cent for fresh vegetables other than potatoes 
was also estimated. 

The estimated carloadings for the fourth quarter of 1936, 
together with the actual loadings for the same period in 1935, 
and the percentage of increase or decrease for each of the 
twenty-nine commodities included in the forecast of the thirteen 
Shippers’ Regional Advisory Boards follow: 


-—Carloadings——.._ Estimated 


Actual Estimated Per Cent 
Commodity 1935 1936 Increase 
Re i eee Oa ee ee 227,263 177,463 21.9* 
Flour, meal & other mill products .. 172,203 183,648 6.6 
Bema, Sir em GIBRR .. onc es cosvscse 21,845 23,945 9.6 
EE Se ee ae ee ee 110,595 127,521 15.3 
Cotton seed & products, except oil ... 34,098 35,470 4.0 
ERE: CS ee 26,602 24,035 9.6* 
Se GY I, fae ven vdwtacvecncs 72,193 62,871 12.9* 
Ne oh Seewottet Ms oe ts bass nest 45,352 44,471 1.9* 
Other fresh vegetables ............... 49,958 44,475 11.0* 
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a Pe a ee Se eet eae 220,313 216,994 15* 
Poultry and dairy products ......... 28,217 27,959 9 
Ss SN IR ree bls, capa 1,829,327 2,016,861 10.3 
Ore and concentrates ................ 210,315 296,217 40.8 
Cel, Cae Ee GROMD oo sic cvcsiiescsns 284,469 321,370 13.0 
Aaa Maes Beets Sots teat Rustin Se 26,360 27,874 5.7 
Lumber and forest products ......... 386,020 446,478 15.7 
Petroleum and petroleum products .. 467,151 493, 366 5.6 
Sugar, syrup and molasses .......... 40,693 43,466 6.8 
DI Sick cea a 6 nie'd w's.0 G0 %- 309,178 375,922 21.6 
Machinery and boilers ............... 24,813 29,890 20.5 
OE ate eee pte te sly gly dip masa 87,948 105,298 19.7 
Brick and clay products ............. 49,660 57,573 15.9 
NE SN ry indy! ha Po 4a EAC oe 25,033 28,578 14.2 
Agric. implements & vehicles, other 
a ere 12,153 13,297 9.4 
Automobiles, trucks and parts ...... 165,904 185,024 11.5 
Wrertitiners,, G8) MAmGS ois ccc ccccsecs 34,893 38,559 10.5 
Paper, paper bd. and prepared roofing 73,715 . 80,261 8.9 
Chemicals and explosives ........... 27,007 28,776 6.6 
Canned goods—all canned food prod- 
ucts (includes catsup, jams, jel- 
lies, olives, pickles, preserves, etc.) 43,752 45,524 4.1 
| iy ee ee OPS Ree ee ey 5,107,030 5,603,186 9.7 
*Decrease. 


ATLANTIC STATES SHIPPERS’ BOARD 


According to reports of commodity committees submitted 
at the meeting of the Atlantic States Advisory Board at the 
Lord Baltimore Hotel, Baltimore, Md., October 8, the carload- 
ings in the territory covered by the board will be 12 per cent 
greater in the last quarter of 1936 than they were in the same 
quarter of 1935. Among the commodities on which the largest 
increases are expected are casting machinery and boilers, 2% 
per cent; cement, 28 per cent; gravel stone and sand, 39 per 
cent, and other building materials, from 5 to 16 per cent. De- 
creases were predicted on only two commodities, hay, straw 
and alfalfa, 33 per cent, and fresh fruits other than citrus, 17 
per cent. Reports also indicated an expected increase in export 
and import traffic. On the basis of the actual figures for the 
second quarter of 1936, as compared with the same quarter of 
1935, exports and imports through New York showed an in- 
crease of 17 per cent, while the first eight months of 1936 
showed an increase of 28 per cent over the first eight months 
of 1935 in exports and imports through the port of Baltimore. 

A. P. Stevens, district manager, car service division, Asso- 
ciation of American Railroads, New York City, reported on 
transportation conditions in the district. G. Metzman, manager 
of freight transportation, New York Central, New York, re- 
ported as chairman of the railroad contact committee. — 

At a luncheon on the day of the meeting at the Lord Balti- 
more Hotel, Fitzgerald Hall, president, N. C. and St. L., Nash- 
ville, Tenn., spoke on “Whose Railroads?” W. C. Kendall, 
chairman, car service division, A. A. R., was toastmaster. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Brotherhood Railway Carmen of America has been designated 
to represent the carmen, their helpers and apprentices employed 
by the Western Fruit Express Company. It has also certified that 
the Brotherhood of Railway Clerks, etc., has been designated 
to represent the clerical and storeroom employes, foremen, icing 
and heating inspectors, truck drivers, car conditioners and 
laborers, employed by the Western Fruit Express. 

W. G. Brantley, counsel for the Western Fruit Express, 
said the Mediation Board objected to the jurisdiction of the 
board, contending that the railway labor act, as amended, was 
not legaliy applicable to it. 

The National Labor Relations Board has ordered an elec- 
tion to determine which of two rival labor organizations repre- 
sents a majority of the licensed engineers employed by the 
west coast shipping firm of Swayne & Hoyt, Ltd. 

Claims to a majority representation have been entered by 
both the Marine Engineers’ Beneficial Association, affiliate of 
the A. F. of L., and by the Gulf Pacific Licensed Officers’ Asso- 
ciation, the latter being an unaffiliated body organized in 1934 
and limited in membership to company employes, according to 
the board, which adds: 


The unrest bred by the uncertain validity of the rival claims, and 
the possibility that continuation of the dispute may lead to strikes oF 
stoppages, are cited by the board as reasons for conducting the ballot 
ing as promptly as the eligible voters return on their respective ships 
to the ports of San Francisco and San Pedro. 

Swayne & Hoyt, Ltd., is a Nevada corporation, with offices in San 
Francisco. It operates a fleet of seventeen vessels for the transportation 
of freight and passengers out of Gulf and west coast ports. 
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October 10, 1936 





- Doings of the Traffic Clubs 





Fifteen hundred and fifty members and friends of the 
Junior Traffic Club of Chicago were at table at the fall dinner 
of that organization in the ballroom and Red Lacquer Room 
of the Palmer House October 8. It was one of the biggest 
traffic club dinners of the year. The club now has 900 mem- 
bers, it was announced, making it the third largest traffic club 
in the country. The speaker was Dr. Alexander Karr, on “The 
Power of Personality.” President Clarence Giles presided. 
After the speaking there was a stage show. 





At a meeting of the Traffic Club of Brooklyn at the Hotel 
Granada October 1, the nominating committee announced the 
selection of the following candidates for office, to be voted on 
at the annual meeting of the club in November: For president, 
Joseph Christman, commercial agent, National Carloading Cor- 
poration; vice-president, C. D. Abbs, traffic manager, The Great 
Atlantic and Pacific Tea Company; treasurer, J. Weiss, com- 
mercial agent, Erie Railroad; secretary, O. F. Rutz, freight 
representative, Pennsylvania Railroad; assistant treasurer, F. 
Libroia, president, L. and P. Trucking Company; members of 
the board of governors, Walter J. Cassidy, traffic manager, 
International Printing Ink Corporation, and W. F. Wentz, super- 
intendent of transportation, New York Dock Railway. 





Samuel Appel will speak on “Interesting Experiences of 
My European Trip” at a dinner meeting of the Fort Wayne, 
Ind., Transportation Club at the Chamber of Commerce Octo- 
ber 15. Bob Day will show motion pictures taken at the club’s 
annual outing at Lake Wawasee. The club has set March 18, 
1937, as the date of its annual dinner. 





Harris G. Parr, manager, Well Machinery and Supply 
Company, spoke on “The Agricultural Economic Situation” at 
a luncheon meeting of the Traffic Club of Fort Worth at The 
Blackstone Hotel October 5. Lloyd Yarborough, A. T. and S. F., 
a radio entertainer, impersonated Captain Apple Blossom, his 
radio character. The first session of the club’s transportation 
course will be held at the Paschal High School October 12. 
L. D. Hill will be in charge. 





Members of the New England Traffic League, which met at 
New Haven, Conn., October 8, were guests of the New Haven 
Traffic Club at a dinner meeting at the Hotel Garde on the eve- 
ning of that day. R. F. Bohman, general traffic manager, Hey- 
wood Wakefield Company, president of the New England league 
and chairman of the committe on government ownership of the 
National Industrial Traffic League, spoke on “Government 
Ownership of Railroads,” and W. H. Day, manager, transpor- 
tation department, Boston Chamber of Commerce, and chair- 
man of the executive committee of the National Industrial 
Traffic League, spoke on “Legislative Problems.” 





The meeting of the Bridgeport, Conn., Traffic Association 
scheduled to be held at the University Club October 19 will 
be steamship night. Myron Clark, Connecticut representative, 
American-Hawaiian Steamship Company, will be in charge of 
the program. The November meeting will be devoted to rail- 
Way express and the December meeting to over-the-road 
trucking. The annual dinner of the association will be held 
January 18, 1937. The club is considering the sponsorship of 
a course in traffic and transportation. O. S. Solomonson, presi- 
dent of the club, is chairman of a committee to investigate the 
subject. He is assisted by Harry Benzie and Alpheus Winter. 





The nominating committee of the Traffic Club of New 
Orleans has submitted the following slate of candidates for 
office: For president, P. E. Golden, traffic manager, Flintkote 
Company; vice-president, A. C. Cooke, traffic manager, Lykes 
Brothers-Ripley Steamship Company; second vice-president, 
L. J. Karter, freight agent, Southern Pacific; third vice-presi- 
dent, J. E. Monroe, assistant traffic manager, Pan-American 
Petroleum Corporation; secretary, E. C. Marks, general solicit- 
ing agent, Lykes Brothers-Ripley Steamship Company; treas- 
urer, A. W. Maillet, traffic representative, Jones and Laughlin 
Steel Corporation; members of the board of directors, M. C. 
Sherwood, traffic manager, J. Aron and Company; A. H. Start, 
commercial agent, Gulf Pacific Line; C. F. Lauer, assistant 
traffic manager, Southern Railway System; H. C. Hicks, as- 
sistant passenger traffic manager, United Fruit Company; E. B. 
deVilliers, assistant general freight agent, Gulf, Mobile and 
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Northern; G. H. Fyler, district freight and passenger agent, 
Pennsylvania Railroad. The club will hold a golf tourna- 
ment at the Audubon Golf Club October 15. Players will be 
permitted to select their own handicaps. There will be prizes 
for low net score and for low and high gross scores. A chicken 
dinner will be served. 

Members of the Traffic Club of Chicago have been invited 
to attend a luncheon of the transportation section of the Illi- 
nois Chamber of Commerce, at the Palmer House October 15 
at which Merle Thorpe, editor, Nation’s Business, will speak 
on “America Off the Track.” The club will hold a dinner 
dance and bridge party at the clubrooms, Palmer House, 
October 15. On election day, November 3, election returns will 
be received in the clubrooms. There will be dinner and danc- 
ing and open house all evening. 

Paul S. Amidon, superintendent of schools, St. Paul, was 
the speaker at a luncheon meeting of the Transportation Club 
of St. Paul at the Hotel Lowry October 6. There was a pro- 
gram of entertainment. 





The forum of the Motor City Traffic Club of Detroit will 
hold a meeting at the Detroit-Leland Hotel October 12. Frank 
Armstrong, traffic manager, United States Radiator Corpora- 
tion, will lead a discussion on the consolidated classification. 





The Toledo, Ohio, Traffic Club and the Triple Cities Traffic 
Club, Binghamton, N. Y., have applied for membership in the 
Associated Traffic Clubs of America. The members of the 
association’s board of directors are voting by mail on the 
applications. 





The Traffic Club of St. Louis will hold its luncheon meet- 
ing October 12 at the Knights of Columbus Building, East St. 
Louis, Ill. Judge Joe McGlynn, East St. Louis, will speak on 
“Columbus Day.” There will be a program of entertainment. 
Jim Hoban and J. R. Hundley are in charge of the affair. The 
board of governors of the club has adopted a resolution call- 
ing on the Associated Traffic Clubs of America to “organize and 
lead the forces of its member clubs” in opposition to govern- 
ment ownership of railroads. The resolution will be consid- 
ered by the association’s board at its meeting at Dayton, O., 
October 12. 





Bert Montressor, golf professional at the South Side Coun- 
try Club, will speak on, “How to Play Golf,” at a dinner meet- 
ing of the Transportation Club of Decatur, Ill., at the Hotel 
Orlando, October 13. There will be golf at the South Side 
Country Club in the afternoon. 





The Traffic Club of Baltimore held an informal dinner 
dance in honor of visiting members of the Atlantic States Ship- 
pers’ Advisory Board at the Lord Baltimore Hotel October 7. 
The board met in Baltimore on that day. C. E. L. Sherrington, 
secretary, Railway Research Service, London, England, spoke 
on “A Comparison of American and British Current Transpor- 
tation Conditions.” Members of the Women’s Traffic and Trans- 
portation Club of Baltimore acted as hostesses. 





52 nly 

John Brandt, president, Land o’ Lakes Creameries, Inc., 
was the speaker at a luncheon meeting of the Traffic Club of 
Minneapolis at the Hotel Nicollet October 8. A. M. Felton, 
vice-president, C. St. P. M. and O., presided. There was a pro- 
gram of entertainment. The club will observe ladies’ day Octo- 
ber 15. ° 





The bowling league of the Pacific Traffic Association of San 
Francisco has begun its season. The league numbers eight 
teams, sponsored by the following firms: Pacific Intermoun- 
tain Express Company, McCormick Steamship Company, Mis- 
sissippi Valley Barge Line, Glidden Company, Baker-Hamilton 
and Pacific Company; Valley Express Company, Anderson-Mat- 
toon Company, and the Southern Pacific. 





Dr. T. J. Koo, for nine years an official of the Chinese 
Railway Service, spoke on “Problems of Industrial and Political 
Developments in China” at a luncheon meeting of the Birming- 
ham Traffic and Transportation Club at the Tutwiler Hotel 
October 6. The club is assisting in the raising of funds for 
the Birmingham Crippled Children’s Clinic. 





Pupils and faculty of the Abel School of Dancing furnished 
the entertainment at a luncheon meeting of the Traffic Club of 
Houston at the Rice Hotel October 6. Walter Keith was in 
charge of the program. C. E. Holloman, traffic manager, Hous- 
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ton Chamber of Commerce, led the discussion of section 6 of 
the interstate commerce act at an educational meeting October 
8. R. I. Wells will lead a discussion of sections 13 and 15 at 
another session October 15. The club will join with the Gal- 
veston Traffic Club in a fishing rodeo at Galveston October 13. 


The annual fall stag party of the Cincinnati Traffic Club 
will be held at the Hotel Gibson October 24. The affair is in 
the hands of the club’s entertainment committee of which A. E. 
Bourne is chairman. The annual dinner of the club will be held 
at the Hotel Netherlands Plaza February 9, 1937. 


Eighteen new members will be welcomed to the Traffic 
Club of New England at a dinner meeting at the Copley Plaza 
Hotel, Boston, October 15. Neal R. O’Hara will speak. There 
will be a program of musical entertainment. The club will hold 
its annual ladies’ night November 19. 


The annual dinner of the Traffic Club of Wilmington, Del., 
will be held at the Hotel DuPont February 11, 1937. 


Dennis J. Mullane, assistant chief clerk to the president of 
the Lehigh Valley Railroad, was elected president of the Metro- 
politan Traffic Association of New York at the annual election 
October 8. Other officers elected were: Nicholas J. Edwards, 
first vice-president; Charles H. Beard, second vice-president; 
Kenneth Sprague, secretary; Charles S. Lozier, financial secre- 
tary; Vincent P. Golden, treasurer. 


Members of the New York University Transportation Club 
and their guests made an inspection trip through Pennsylvania 
Station October 6. The trip was arranged by Irving McMullen, 
district passenger agent, Pennsylvania Railroad at Newark, and 
the students were accompanied by Harry E. Stocker, instructor 
in transportation at the school of commerce, New York Uni- 
versity, faculty adviser to the club. The entire terminal was 
inspected and the students were then allowed to inspect one of 
the new streamlined electric locomotives. 


At the educational meeting of the Traffic Club of Houston 
October 8, S. G. Reed, freight traffic manager, Southern Pacific, 
discussed the transportation system of the country. He de- 
scribed an adequate system of transportation in the following 
words: “An adequate system of transportation is one that pro- 
vides ample facilities and service for the prompt and efficient 
handling of traffic of all kinds between all points and in all 
seasons at rates that permit the interchange of products be- 
tween different sections of the country and profitable market- 
ing of them and afford. revenue sufficient to maintain per- 
manently such facilities- and services when efficiently and 
economically operated. Such a system would embrace rail, 
water and truck operations which should be coordinated and 
properly and equally regulated.” 


The following have been appointed to represent their re- 
spective clubs as delegates at the meeting of the Associated 
Traffic Clubs at Dayton, O., October 13 and 14: Women’s Traffic 
Club of Chicago; Golda M. Luster, city passenger solicitor, Illinois 
Central; Ellen J. Raymond, assistant general freight agent, 
Green Bay and Western; Eleanor W. Luebker, executive vice- 
president and secretary, Western Screw Manufacturing Cqm- 
pany; Ruby S. Hitchcock, secretary to the general manager, 
Nickel Plate-Lackawanna Dairy Line. Traffic Club of Newark: 
W. S. Nevius, traffic manager, Calco Chemical Company; 
Kenneth Bauer, traveling freight agent, Baltimore and Ohio. 
Miami Valley Traffic Club: Delegates, H. S. Malone, Traffic 
Manager, Delco Products Company, Dayton, O.; A. F. Doren- 
busch, traffic manager, Raymond Bag Company, Middletown, 
O.; H. R. Black, traffic manager, General Machinery Corpora- 
tion, Hamilton, O.; D. H. McCalla, traveling freight agent, 
Chesapeake and Ohio, Cincinnati, O.; E. F. Leonard, freight 
traffic representative, Southern Railway, Cincinnati; A. E. 
Bourne, general agent, Western Maryland, Cincinnati; alter- 
nates, J. C. Shoemaker, traffic manager, Buckeye Incubator 
Company, Springfield, O.; W. D. Tucker, traffic department, 
Mead Corporation, Dayton; Martin Kupprat, traffic manager, 
Davies-Young Soap Company, Dayton; O. H. Murlin, general 
agent, Universal Carloading and Distributing Company, Dayton; 
T. J. Davis, general agent, New York Central, Dayton; R. D. 
Coate, freight agent, New York Central, Springfield; V. L. 
Hines, traveling freight agent, Northern Pacific, Cincinnati. 
Richmond, Va., Traffic Club: Delegates, H. A. Atkins, traffic 
manager, Philip Morris and Company; R. E. Harton, freight 
solicitor, Richmond, Fredericksburg and Potomac; R. H. Lud- 
lam, general agent, Norfolk and Western; alternates, Hilton L. 
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Cummings, treasurer, Yellow Cab Company of Virginia; Aubrey 
O’Herron, district freight agent, Chesapeake and Ohio. Women’s 
Traffic Club of Pittsburgh: Myrtle Deeley, Pittsburgh and 
Lake Erie. Traffic Club of Chicago: J. B. Davies, genera] 
freight agent, Elgin, Joliet and Eastern; W. C. Douglas, 
assistant general freight traffic manager, New York Central; 
E. R. Gustafson, assistant traffic manager, Universal Atlas 
Cement Company; J. J. Kavanaugh, assistant traffic manager, 
Missouri Pacific; H. A. Palmer, editor and manager, The Traffic 
World; Joseph T. Roth, assistant traffic manager, United States 
Pipe and Foundry Company; J. H. Skillen, assistant freight 
traffic manager, C. M. St. P. & P.; L. C. Sorrell, Railway Busi- 
ness Association; W. C. Welsh, assistant traffic manager, W. C. 
F. and N.; W. Y. Wildman, managing director, Illinois Coal 
Traffic Bureau. Women’s Traffic Club of Detroit: Mathilda C. 
Woolgar, Berry Brothers; Louise McDowell, D. and T. S. L,; 
Catherine Timlin, New York Central; Mrs. Meehan, Kilgen 
Organ Company. Transportation Club of Terre Haute, Ind.; 
H. H. Worsham, district freight agent, Pennsylvania Railroad; 
Jack Slaven, Walter Bledsoe and Company; F. S. Reigel, gen- 
eral traffic manager, Commercial Solvents Corporation; C. E. 
Earl, traffic manager, Terre Haute Brewing Company. Trans- 
portation Club of Louisville: Additional alternate, Maxwell 
Glen, traffic manager, Colgate-Palmolive-Peet Company. Char- 
lotte, N. C., Traffic and Transportation Club; G. W. Brice, traffic 
manager, Duke Power Company; H. L. Farrett, district freight 
representative, Baltimore and Ohio. Traffic Club of Bartlesville, 
Okla.: C. R. Musgrave, vice-president, Phillips Petroleum Com- 
pany. Traffic Club of Tulsa: H. W. Roe, traffic manager, Mid- 
Continent Petroleum Company; W. S. Larsen, general agent, 
Chicago and Illinois Midland. Birmingham Traffic and Trans- 
portation Club: T. H. Banister, traffic manager, Frisco Lines; 
H. M. Morton, district freight agent, Pennsylvania Railroad; 
J. O. Linton, district passenger agent, Illinois Central-Central 
of Georgia; A. W. Carey, traffic manager, Tennessee Coal, Iron 
and Railroad Company; J. C. Willis, district freight agent, 
Louisville and Nashville; C. H. Robertson, general agent, Chi- 
cago and Eastern Illinois. Junior Traffic Club of Chicago: J. E. 
Paulan, assistant traffic manager, Acme Steel Company; E. T. 
Hayes, assistant traffic manager, Container Corporation of 
America; J. L. Merrick, public relations department, A. T. 
and S. F.; William Noorlag, Jr., assistant traffic director, 
Chicago Association of Commerce; W. F. Schulten, traffic man- 
ager, Chicago District Electric Generating Corporation; H. C. 
Griffin, vice-president, Decatur Cartage Company; George Rod- 
acker, assistant local agent, National Carloading Corporation; 
E. C. Randall, city freight agent, A. T. and S. F.; John Weiler, 
assistant general western freight agent, Luckenbach Steamship 
Company; Harry Phillips, chief clerk, Chicago, North Shore and 
Milwaukee; Clarence Giles, freight traffic representative, Grand 
Trunk-Canadian National. Cincinnati Traffic Club: Delegates, 
O. R. Davies, assistant general freight agent, Erie Railroad; 
J. W. Dale, general agent, Railway Express Agency; A. H. 
Jahnke, president, Cintinental Freight Forwarding Company; 
L. H. Sickman, traffic manager, E. Kahn’s Sons Company; J. B. 
Carr, traffic manager, Gentile Brothers Company; G. R. Hughes, 
traffic manager, Lunkenheimer Company; alternates, J. J. 
Wheatley, general agent, Nickel Plate Railroad; E. A. Doyle, 
Manager, National Carloading Corporation; F. B. Swope, gen- 
eral agent, Union Pacific; T. F. Costello, traffic manager, 
Gardner-Richardson Company; R. A. Ellison, traffic manager, 


Service Bureau Company; J. E. Juntz, traffic manager, Early 
and Daniel Company. 


NEW EXPRESS SALES DEPARTMENT 
A new department has been created in the Railway Express 
Agency to carry forward a widened plan of sales promotion 
activities, according to a statement by L. O. Head, president of 


the agency. The new department will be known as the gen- 
eral sales department and will be located at the executive head- 
quarters of the agency in New York. Kinsey N. Merritt, for- 
merly general manager, department of public relations, has 
been appointed to head the department with the title of gen- 
eral sales manager. The department was created at the same 
time that changes were made in the executive “set-up” of the 
agency brought about by the retirement from active service 
of George S. Lee, vice-president in charge of traffic. Calvin A. 
Frey has been appointed to succeed Mr. Lee and a new posi- 
tion, that of traffic executive, has been created, to which J. H. 
Butler has been appointed. Mr. Butler’s duties will be to keep 
in touch with all phases of the express business “with a view 
to cementing more closely the relations between the patrons 
and the company, bringing about a closer cooperation between 
the two.” R. S. Wheeler has been made general traffic man- 
ager with general direction over traffic and rates, and C. F. 
Messenkopf has been appointed traffic manager at New York. 








III, No. 15 
| 


nia; Aubrey 
o. Women's 
sburgh and 
es, general 
>> Douglas, 
rk Central; 
ersal Atlas 
ic manager, 
The Traffic 
nited States 
ant freight 
ilway Busi- 
ager, W. C. 
llinois Coal 
Mathilda C. 
dT. S. L; 
ian, Kilgen 
faute, Ind.: 
a Railroad; 
Reigel, gen- 
ition; C. E, 
iny. Trans- 
e, Maxwell 
pany. Char- 
3rice, traffic 
trict freight 
Bartlesville, 
yleum Com- 
nager, Mid- 
eral agent, 
and Trans- 
risco Lines; 
a Railroad; 
tral-Central 
> Coal, Iron 
‘ight agent, 
agent, Chi- 
jicago: J. E. 
pany; E. T. 
poration of 
nent, A. T. 
ic director, 
traffic man- 
ition; H. C. 
seorge Rod- 
orporation; 
ohn Weiler, 
1 Steamship 
nh Shore and 
itive, Grand 
; Delegates, 
e Railroad; 
ncy; A. H. 
- Company; 
ipany; J. B. 
_R. Hughes, 
ates, J. J. 
. A. Doyle, 
Swope, gen- 
c manager, 
ic manager, 
ager, Early 


7 
vay Express 
; promotion 
president of 
as the gen- 
cutive head- 
Merritt, for- 
lations, has 
itle of gen- 
at the same 
[-up” of the 
tive service 

Calvin A. 
a new posi- 
which J. H. 
| be to keep 
with a view 
the patrons 
ion between 
traffic man- 
, and C. F. 
New York. 









October 10, 1936 


Questions and Answers 


N this columm will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Distance Table 


indiana.—Question: Your attention is directed to G. B. 

Holman’s Mileage Guide No. 1, M. F.-I. C. C. No. 5, contain- 
ing tables of distances in miles to be used in connection with 
tariffs making reference thereto. It appears from the explana- 
tion on page three (3) that all mileage distances must be com- 
puted through the use of the Key Cities indicated by a “Red 
Star.” If this is the proper interpretation of this tariff please 
advise how one would correctly compute the mileage between, 
for instance: Decatur, Indiana, and Van Wert, O. 
_ You will please bear in mind that the examples used refer 
in each instance to the Key Cities and the question in my 
mind is whether or not it is necessary that mileage be com- 
puted from or to the Key Cities in connection with the dis- 
tances between cities such as exemplified above or if one may 
use the mileage shown on the United States Hufhway maps 
as shown on the maps. 

Answer: As you state, under the explanation on page 3 
of the tariff to which you refer, all distances must be com- 
puted by the use of Key Cities indicated by a “Red Star.” This 
is in accordance with paragraph C, which reads as follows: 


When one or both of the places (points of origin and destination) 
are not listed in the Mileage Chart, refer to the mileage map as well 
as the mileage chart to determine the complete distance between them, 
as illustrated in the examples below. Cities which are included in the 
eo chart are identified on the mileage map by prominent red 
stars. i 


If it is intended that distances between points such as 
Decatur and Van Wert are to be computed by the use of the 
mileage shown on the highway maps, paragraph C referred to 
above, should be amended accordingly. 


Application of Section 3 of Patman Anti-Discrimination Bill 


Massachusetts.—Question: We are especially interested in 
the Patman Anti-Discrimination Bill, Section 3, which we un- 
derstand was sponsored by Senator Borah, and would like to 
have your opinion of same. We, of course, understand that 
it will take a series of judicial opinions to interpret the bill 
finally but we hope that you can throw some light on the 
matter for us. 

The bill (Section 3) states in part that “it shall be un- 
lawful for any person engaged in commerce to .............. 
sell or contract to sell goods in any part of the United States 
at prices lower than those exacted by said persons elsewhere 
in the United States for the purpose of destroying competition 
or eliminating a competitor in such part of the United States.” 

_Would it, in your opinion, be a violation to allow full 
freight to X who is situated only 20 miles from us and also 
allow full freight to Z who is situated 100 miles from our plant? 
The freight allowance to Z being greater than to X, Z’s ulti- 
mate delivered price would be lower. 

Answer: In Section 3 of the bill it is provided that it shall 
be unlawful for any person engaged in commerce, in the course 
of such commerce, to be a party to, or assist in, any transac- 
tion of sale, or contract to sell, which discriminates to his 
knowledge against competitors of the purchaser, in that, any 
discount, rebate, allowance, or advertising service charge is 
granted to the purchaser over and above any discount, rebate, 
allowance, or advertising service charge available at the time 
of such transaction to said competitors in respect of a sale of 
goods of like grade, quality, and quantity. 

It would appear that where A, the seller, allows full freight 
to Z, the buyer, located 100 miles distant from the plant of A, 
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which freight allowance is greater than the freight allowance 
to X located 20 miles distant from the plant of A, a case of dis- 
crimination could be made out under Section 3 of the act. 

The remedy, it appears, is to require the sale of goods 
without allowance of freight, or F. O. B. point of origin, which 
would necessitate the payment of freight by the buyer. Cer- 
tainly the allowance of freight in a greater amount to a buyer 
located 100 miles distant than to a buyer located 20 miles 
distant, where freight is a material factor in the sale of the 
goods would materially limit the sales territory of the buyer 
located 20 miles distant. 


Rates—Preference and Prejudice—Truck Competitive Rates 


Alabama.—Question: Will you please advise if the follow- 
ing has been submitted to your legal department for an inter- 
pretation of the law on the subject in question? 

The Interstate Commerce Commission has full jurisdiction 
over both rail and motor carriers as provided by the Inter- 
state Commerce Act. The said Commission is also delegated 
the full responsibility of enforcing all of the provisions of said 
Act. 

Rail carriers seem to have established. the policy of pub- 
lishing reduced rates between certain points to meet truck 
competition, which rates are lower than the maximum found 
reasonable by the Interstate Commerce Commission, yet at the 
same time the said carriers refuse to publish the same relative 
reduction from competitive points where there is no truck 
competition, or rather where there is no movement by motor 
carrier. 

With this statement of facts, is it or is it not, your opinion 
that the Interstate Commerce Commission under the provisions 
of the Act could be forced to order the removal of the dis- 
crimination, prejudice or preference, either by having carriers 
publish truck competitive rates from all competing points of 
origin, or cancel such truck competitive rates as are published ? 

The Act guarantees to all shippers, and receivers, just and 
reasonable rates, and that no class of traffic shall be subjected 
to prejudicial rates. If that be a fact how can the said Com- 
mission, under Sections 1 and 3 of the Act, permit rail carriers 
to establish rates from some points which are lower than 
maximum rates and deny the same relative adjustment to and 
from competitive points even regardless of whether truck 
competition does, or does not, exist at the latter? When the 
general maximum basis is deviated from it would seem that 
both Sections 1-and 3 are violated. 


Answer: It seems apparent from the decisions of the Com- 
mission in Westbound Rates on Meats, 210 I. C. C. 13, 47; Con- 
solidated Rendering Co. vs. Aroostook Valley R. Co., 205 I. C. C. 
779, 788; Meats and Packing House Products, 197 I. C. C. 703, 
and Refined Petroleum Products in the Southwest, 174 I. C. C. 
745, 751, that undue prejudice does not exist in connection with 
rates between points not affected by truck competition where 
lower rates are published to and from other points to meet 
truck competition, is a principle which has been firmly estab- 
lished by the decisions of the Commission. 


The conclusion of the Commission that a case of prejudice 
and preference which is unlawful does not exist under such 
conditions is based upon the premise that there is not the 
similarity of circumstances and conditions in the traffic from 
or to the two points’ which is essential in order to establish a 
violation of Section 3 of the Act. 

A limitation which the Commission has placed upon the 
reduction of rates to meet truck competition is that the rates 
published shall not be less than reasonably compensatory rates. 

We are of opinion that the Commission’s conclusion in this 
matter is sound in principle. ~ 

Delivery—Surrender of Straight Bill of Lading 

Ohio.—Question: We sent an order to our factory which 
was supposed to have moved on an order bill of lading. 

In some unaccountable manner the shipment was deliv- 
ered to the carriers on a straight bill of lading, with a nota- 
tion shown thereon, “Delivery only on surrender of original bill 
of lading.” 

Evidently the originating carriers did not show this infor- 
mation on their billing to connections and the car was de- 
livered to consignee. ; 4 

Will you please furnish information covering carrier’s lia- 
bility in this instance? 

Answer: Section 8 of the bill of lading act provides: 


That a carrier, in the absence of some lawful excuse, is bound to 
deliver goods upon a demand made either by the consignee named in 
the bill for the goods or, if the bill is an order bill, by the holder 
thereof; if such a demand is accompanied by 

(a) An offer in good faith to satisfy the carrier's lawful lien upon 
the goods; 

(b) Possession of the bill of lading and an offer in good faith to 








PS TEE DR hh ST) aS Sl ee ET 
fo epee + tog ss a weg : : 


PAGE 690 


surrender, properly indorsed, the bill which was issued for the goods, 
if the bill is an order bill; and 

(c) A readiness and willingness to sign, when the goods are de- 
livered, an acknowledgment that they have been delivered, if such sig- 
nature is requested by the carrier. 

In case the carrier refuses or fails to deliver the goods in compli- 
ance with a demand by the consignee or holder so accompanied, the 
burden shall be upon the carrier to establish the existence of a lawful 
excuse for such refusal or failure. 


In Interstate Window Glass Company vs. New York, N. H. 
& H. R. R. Co., 133 Atl. 102, the court said: 


The act does not require the carrier to secure the surrender of the 
bill of lading before delivery of the shipment, but it gives it the 
privilege of refusing to make delivery except upon its production and 
surrender. 


Under the provisions of Section 8 of the bills of lading act 
above quoted, the surrender of an order bill of lading is a 
condition precedent to obtaining delivery of the goods. How- 
ever, under the wording of this section of the bills of lading 
act, the surrender of the bill of lading is not a condition prece- 
dent to obtaining delivery of goods moving on a straight bill 
of lading. 

We doubt very much whether such a notation as that set 
forth in your letter would justify a carrier in refusing to make 
delivery of a shipment moving on a straight bill of lading, if 
delivery is demanded by the consignee thereof, and, if this is 
true, there is no liability on the part of the carrier making 
delivery of such a shipment. 


Sales—Insurance of Shipment 


Massachusetts.—Question: “A” is a manufacturing com- 
pany with plants located in large cities throughout the coun- 
try and contracts with “B” to furnish these plants with mate- 
rial, based on an F. O. B. shipping point price, with the stipu- 
lation that freight will be allowed in the event weight is 500 
pounds or over. 

“B” makes a shipment to one of “A’s” plants located at 
“C,” routing the same by rail to “D” and water beyond. Due 
to the fact that the shipment weighed more than 500 pounds, 
“B” prepaid the freight instead of allowing it on the invoice. 
The rate for this route did not include marine insurance and 
insurance was not placed by the shipper. Owing to the fact 
that the charges were prepaid, “A” did not insure the shipment, 
believing that “B” would automatically insure it. 

While the shipment in question was in the possession of 
the water carrier, it met with a mishap due to the sinking of 
the ship, with a loss of the entire cargo. 

We would appreciate advice from you as to who must suffer 
the loss of the shipment, bearing in mind that “A” had no 
opportunity of placing the marine insurance, due to the fact 
that “B” prepaid the freight, “B” could have permitted the 
shipment to go forward collect, allowing “A” the freight on 
the invoice. 

Answer: It is the duty of the seller to take usual and 
reasonable precautions to secure the safe delivery of the goods. 
He will be liable for the failure to insure if he is instructed 
to do so, but it has been held that he is not liable for failure 
to insure the goods in the absence of instructions. Bartlett vs. 
Jewett, 98 Inc. 206; Hanan vs. Bowles, 25 La. Ann. 453. 

We can locate no cases specifically in point, but inasmuch 
as it is the duty of the seller to provide the buyer with a refn- 
edy over against the carrier in case of the loss or destruction 
of goods (Miller vs. Harvey, 116 N. E. 781), it would appear 
that he should not have forwarded the goods via a carrier by 
water without arranging for the insurance of the shipment, 
when the applicable freight rate did not include insurance. 


Company Material Rate 


Kentucky.—Question: I would like to have your opinion 
on the following: 

Mr. X sells Railroad A several cars of railroad ties F. O. B. 
Railroad A tracks and Mr. X loads these ties on his switch, 
which is located on Railroad B. All parties are located within 
the same city. Railroad A furnishes the empty cars and these 
cars are inspected for road-haul movement as Mr. X is told 
they are to be forwarded to an interstate destination for treat- 
ment. Railroad B publishes in their switching tariff a re- 
ciprocal switching rate of $1.35 per car for movement from 
Mr. X’s switch to the tracks of Railroad A when a road-haul 
is involved. Mr. X does not take out a bill of lading with 
either railroad but he orders Railroad B to move cars to Rail- 
road A. Upon arrival on tracks of Railroad A the original 
cars as loaded by Mr. X are forwarded to interstate destination, 
care of a wood preserving company, deadhead account of Com- 
pany A’s business. 

Carriers contend that since Mr. X sold these cars F. O. B. 
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Railroad A tracks and that they were forwarded free account 
of company material of Railroad A, the latter line could not 
be considered a common carrier and contend that it is not 
necessary for them to protect the reciprocal switching charge 
of $1.35 per car, but on the other hand claim that the cross- 
town interterminal charge from Mr. X’s switch to Railroad A 
is applicable, regardless of the fact that Mr. X did not take 
out any bill of lading. 

Answer: The Commission has held that a deadhead move- 
ment of freight is not a movement in interstate commerce. See 
the decision in M. D. Freidman Co. vs. Chesapeake & Ohio Ry., 
194 I. C. C. 455 and Federated Metals Corporation vs. Penna. 
R. R. Co., 185 I. C. C. 713. 

Therefore, the switching movement from the switch of X, 
located on B Railroad, to the interchange of B Railroad with 
A Railroad is the only revenue portion of the transportation 
for which tariff charges are collectible. 

The reciprocal switching charge of $1.35 per car covering 
a movement from the switch of X on B Railroad to the inter- 
change with A Railroad, in our opinion, is inapplicable to the 
movement, as under the decisions in the cases cited above 
there was no revenue movement subsequent to the switching of 
the car by B Railroad to the interchange with A Railroad. 
In our opinion, the crosstown interterminal switch charge of 
B Railroad is applicable for the movement from the switch of 
X to the interchange of B Railroad with A Railroad. 


Motor Carrier Act—Application 


Illinois.—Question: We would thank you to advise your 
opinion of the following shipment: 

A retail merchant, located at point A sells to his regular 
customer a shipment and on account of being out of this par- 
ticular shipment his customer agrees to take his truck to B, 
an interstate point, and return with the shipment to point C, 
his home. The wholesale house delivering this shipment to his 
customer, invoices the shipment to the regular merchant at 
point A. 

Is it legal for the wholesale house to deliver the shipment 
to the merchant’s customer and invoice the merchant when 
said customer is not in the trucking business and does not 
have an interstate permit? 

Answer: In paragraph (17) of Section 203 of the Motor 
Carrier Act, 1935, we find the term “private carrier of property 
by motor vehicle’ means any person not included in the terms 
“common carrier by motor vehicle’ or “contract carrier by 
motor vehicle,”’ who or which transports in interstate or for- 
eign commerce by motor vehicle property of which such per- 
son is the owner, lessee, or bailee, when such transportation is 
for the purpose of sale, lease, rent, or bailment, or in further- 
ance of any commercial enterprise. 


In paragraph (21) (b), of Section 203, subdivision 9 thereof, 
it is provided that the casual, occasional, or reciprocal trans- 
portation of property in interstate commerce for compensation 
by any person not engaged in transportation by motor vehicle 
as a regular occupation or business is not subject to the pro- 
visions of the motor carrier act. 


Private carriers of property by motor vehicle are not sub- 
ject to regulation by the Commission, except that the Commis- 
sion may prescribe qualifications and maximum hours of serv- 
ice of employes, and standards of equipment. 


Therefore, assuming that the goods in question became 
the property of the retail merchant at the time of the delivery 
thereof to him at B, the transportation of the goods by him to 
his home at point C is not subject to regulation by the Com- 
mission. 


CHICAGOANS TO RIDE NEW ZEPHYR 


At the invitation of the Denver Chamber of Commerce, a 
group of Chicago business men will make a trip to that city 
the week-end of October 23 aboard one of the new Denver 
Zephyrs which will be placed in regular service on the Chicago, 
Burlington, and Quincy shortly thereafter. The new twelve-car 
Zephyrs will replace the smaller units now in service between 
Chicago and Denver. The Chicago business men will leave at 
8:00 a. m. eastern standard time, Friday, October 23, and will 
arrive at Denver that evening at 7:00 p. m. mountain time. 
They will be guests of the Denver Chamber of Commerce that 
evening at a dinner at the Brown Palace Hotel. Saturday, 
October 24, at 7:30 p. m., they will witness the christening of 
the new Zephyr at the Denver union station and at 8:00 p. m. 
will begin the return trip, to arrive at Chicago at 1:50 p. m 
Sunday, October 25. Hosts on the trip will be Stanley T. Wall- 
bank, president, Denver Chamber of Commerce, C. L. Rice, 
president, Chicago Association of Commerce, and Ralph Budd, 
president, Burlington Lines. 
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N. A. R. U. C. CONVENTION 


The call for the forty-eighth annual convention of the 
National Association of Railroad and Utilities Commissioners 


‘to be held November 10-13 at the Marlborough-Blenheim 


Hotel, Atlantic City, N. J., has been issued by Thomas E. 
McKay, president, Alexander M. Mahood, first vice-president 
and chairman executive committee, and Clyde S. Bailey, sec- 
retary and assistant general solicitor. 

Transportation, with special reference to regulation of 
motor vehicle carriers, will be one of the principal topics before 
the convention for consideration. Insurance requirements ap- 
plicable to motor carriers, safety regulations applicable to 
motor carriers, and functions of joint boards under the motor 
carrier act are subjects that will be specially considered. 

Regulation of electric utilities and of telephone companies 
also will be main topics for consideration. 

Chairman_Mahaffie, of the Commission, will be one of the 
speakers. Others will be Governor Harold G. Hoffman of New 
Jersey; Mayor Charles D. White of Atlantic City; Representa- 
tive Isaac Bacharach and Frank H. Sommer, general counsel 
of the New Jersey commission. The call said entertainment 
would be provided as follows: 


Included in present plans for entertainment are a complimentary 
dinner at the Marlborough-Blenheim Hotel on Monday, November 9, 
the day preceding the opening of the convention, tendered by Hon. 
Harry Bacharach, president of the Board of Public Utility Commis- 
sioners of New Jersey to the officers and executive committee of the 
association and to delegates arriving on that day; an Atlantic City 
seafood dinner on Tuesday, November 10, tendered to delegates and 
guests; a banquet on Wednesday, November 11, at the Marlborough- 
Blenheim Hotel, tendered by the members of the Board of Public 
Utility Commissioners to delegates and guests, to be followed by danc- 
ing and other entertainment; a luncheon and bridge party for the 
ladies on Thursday, November 12, at the Sea View Golf Club, with 
Mrs. Bacharach acting as hostess, assisted by other ladies of the New 
Jersey commission; hockey or football on the evening of November 12 
at the Convention Hall; a luncheon to members and guests on Friday, 
November 13; and on Saturday, November 14, the day following the 
close of the convention, a special train will take delegates and guests 
to Camden, N. J., where the Delaware River Bridge will be crossed 
in special busses to Philadelphia, at which point there will be a lunch- 
eon and a sightseeing tour of historical places, such as Independence 
Hall, Fairmont Park and other sites of interest. A special train will 
return delegates and guests to Atlantic City sufficiently early to en- 
able those so desiring to check out and return to their homes on 
Saturday evening. 


I. C. EMPLOYE EDUCATION 


Newspaper and public relations men were guests of the 
{ilinois Central at a luncheon at the Traffic Club of Chicago, 
Palmer House, October 8,-at which was shown a new talking 
motion picture which it is the intention to show to every em- 
ploye of the railroad. The object of the picture is to inculcate 
in the minds of the employes the idea that each is an integral 
part of the Illinois Central System and that the success of the 
railroad is, in a measure, dependent on the service, efficiency, 
and courtesy of each individual worker. The film begins with 
an introduction by W. A. Downs, president of the railroad, and 
then, through the medium of the reminiscenses of an old-time 
Illinois Central railroad man, tells of the part played in the 
development of the central west and the south by that railroad. 
The second part pictures a series of incidents illustrating the 
direct effect courtesy and service on the part of the individual 
employe have in influencing shippers and travelers to use the 
railroad for which he works. The part played by what are 
called “behind-the-scenes” workers, such as car repairmen, 
maintenance men, and office workers, in the prosperity of the 
railroad is also graphically depicted. The picture will be shown 
at on and off line points where groups of Illinois Central work- 
ers can be brought together. In Chicago alone, it is estimated, 
more than thirty days will be required to give every. employe 
an opportunity to see it. 

The picture is part of a general educational program of 
the railroad which will be conducted by Dr. Thor W. Bruce, 
who has been appointed director of education for the Illinois 
Central. The program is an outgrowth of the apprentice plan 
of employe training originated in the traffic department of the 
railroad. 

Another part of the plan is a series of 25 lectures to be 
delivered by well known educators in Chicago. The course 
will include training in cooperation, salesmanship, public speak- 
ing, business letter writing, marketing principles, personality, 
and: community and family responsibility. Dr. Charles M. 
Thompson, dean of the college of commerce and finance, Uni- 
versity of Illinois, was scheduled to open the lecture course 
October 9 in the evening at International House, University of 
Chicago. Other lecturers on the program include F. H. Russell, 
C. R. Anderson and Paul Converse of the University of Illinois, 
Dean R. B. Dennis of Northwestern University, and Dr. Bruce. 
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Dr. Bruce will also conduct a reading course for which nearly 
500 Illinois Central employes have enrolled. He will conduct, 
in addition, a special school for beginner employes in the rail- 
road’s traffic department, the sessions of which will be held on 
Saturdays. 


RAIL EMPLOYMENT 


A compilation of employment statistics made by the Com- 
mission’s Bureau of Statistics, concerning the number of em- 
ployes at the middle of September of Class I steam railways, 
excluding switching and terminal companies, shows the total 
employes numbered 1,101,668, an increase of 1.07 per cent 
over August and an increase of 9.23 per cent compared with 
September, 1935. Executives, officials, and staff assistants 
numbered, 12,055, a decrease of 0.07 per cent compared with 
August but an increase of 1.47 per cent in comparison with a 
year ago. Professional, clerical, and general employes num- 
bered 169,445, an increase of .45 per cent over August and 4.09 
per cent over September, 1935. Maintenance of way and 
structures workers totaled 249,223, an increase of .67 per cent 
over August and 11.79 per cent over September, 1935. Main- 
tenance of equipment and stores employes numbered 300,198, an 
increase of 1.81 per cent over August and 12.33 per cent over 
September, 1935. Transportation (other than train, engine, 
and yard) employes totaled 130,320, an increase of .72 per 
cent over August and 4.76 per cent over September, 1935. 
Transportation (yardmasters, switchtenders, and hostlers) num- 
bered 12,770, a decrease of .19 per cent since August but an 
increase of 5.26 over September, 1935. Transportation (train 
and engine service) workers totaled 227,657, an increase of 1.33 
per cent over August and 9.86 per cent over September, 1935. 


1. C. C. FIFTY YEARS OLD 


Plans are being made for observation of the fiftieth anni- 
versary of the Commission March 31, 1937. Elmer A. Smith, 
president of the Association of Practitioners before the Inter- 
state Commerce Commission, has appointed a committee com- 
posed of Clarence A. Miller, chairman; John J. Esch and R. 
Granville Curry, to confer with the Commission on the sub- 
ject of observing this anniversary. Chairman Mahaffie, of the 
Commission, has appointed a committee composed of Commis- 
sioners Meyer, chairman; Aitchison and Splawn, to act for the 
Commission in making arrangements. 


CASKIE TO ADDRESS TRAFFIC LEAGUE 


Marion M. Caskie, member of the Commission, will be the 
speaker at the luncheon of the National Industrial Traffic 
League, to be held in connection with the meeting of the league, 
at the Pennsylvania Hotel November 19. 


STATEMENT OF OWNERSHIP 


Statement of the ownership, management, etc., of The Traffic 
World, published weekly at Chicago, Ill., for October 1, 1936. 

State of Illinois ao 

County of Cookj~” 

Before me, a notary public in and for the State and county afore- 
said, personally appeared E. F. Hamm, Jr., who, having been duly 
sworn according to law, deposes and says that he is the president 
and treasurer of the Traflic Service Corporation, publisher of The 
Traffic World, and that the following is, to the best of his knowledge 
and belief, a true statement of the ownership, management of the 
aforesaid publication fgr the date shown in the above caption, required 
by the Act of August 24, 1912, embodied in section 411, Postal Laws 
and Regulations, printed on the reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, and 
business manager are: Publisher, The Traffic Service Corporation, 
418 South Market St., Chicago, Ill. Editor, Henry A. Palmer, 1244 
Forest Ave., Evanston, Ill. Business Manager, Henry A. Palmer, 
1244 Forest Ave., Evanston, Il. 

2. That the owner is: Traffic Service Corporation, Chicago, II; 
EK. F. Hamm, Jr., Winnetka, Ill.; Estate of William Eastman, Evans- 
ton, Ill.; Henry A. Palmer, Evanston, Ill.; Ruth Tyler Fullam, La 
Grange, Ill.; Louise Tyler Liewellyn, La Grange, Ill.; Margaret Tyler 
Vial, La Grange, Ill.; Etta Singer Tyler, La Grange, Ill.; Mrs. Alice 
F. O’Bannon, Kenmore, N. Y.; 
Fred P. Fellows, St. Paul, Minn. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
bonds, mortgages, or other securities are: None. 

4. That the two paragraphs next above, giving the names of 
the owners, stockholders, and security holders, if any, contain not 
only the list of stockholders and security holders as they appear upon 
the books of the company but also, in cases where the stockholder 
or security holder appears upon the books of the company as trustee 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge and 
belief as to the circumstances and conditions under which stock- 
holders and security holders who do not appear upon the books of 
the company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the said stock, bonds, or other securities 
than as so stated by him. 

The Traffic Service Corporation, Publishers, E. 
President and Treasurer. 

Sworn to and subscried before me this 1st day of October, 1936. 

(Seal) E. FLINN. 

(My commission expires Aug. 19, 1938.) 


Leslie R. Fellows, St. Paul, Minn.; 


F. Hamm, Jr., 
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Personal Notes 


B. W. Robbins, general freight agent, Denver and Rio 
Grande Western, Denver, Colo., has retired after 46 years of 
service with that railroad. T. K. Earley has been appointed to 
succeed him. J. G. Simpson has been appointed assistant gen- 
eral freight agent. 

Daniel P. Loomis has been appointed assistant general 
counsel for the Delaware and Hudson at New York City. 

Berne Levy has been appointed manager of the Santa Fe 
Transportation Company and assistant general manager of the 
department of highway transport of the A. T. and S. F. Rail- 
way. He succeeds W. T. Quirk, loaned to the transportation 
company by the railroad to complete its organization. Mr. 
Quirk will devote his whole time to his duties as assistant to 
the general manager of the Santa Fe Railway coast lines. 

H. N. Huse has been appointed chief of the divisions bureau, 
and N. R. Lehmann assistant chief of the divisions bureau for 
the Norfolk and Western at Roanoke, Va. 

A. M. Baker has been appointed district freight agent for 
the Seaboard Air Line at Orlando, Fla. G. S. Woodward has 
been appointed district freight agent at West Palm Beach, Fla., 
and E. E. King commercial agent at Belle Glade, Fla. 

E. T. Parks has been appointed assistant general freight 
agent for the Chicago, Burlington and Quincy at Chicago. 

Gayle W. Arnold has been appointed manager of commer- 
cial development for the Baltimore and Ohio at Baltimore, Md. 
John J. Hague has been appointed district freight agent at Cin- 
cinnati, O., and Leslie I. Hause district freight representative at 
San Francisco, Cal. 

The Chesapeake and Ohio has announced the following ap- 
pointments: F. W. Ditman, general agent, Detroit, Mich.; G. 
A. Jones, Jr., commercial agent, Detroit; R. A. Miller, commer- 
cial agent, Detroit, and R. E. O’Herron, soliciting freight agent, 
Detroit. 

George D. Ogden, assistant vice-president in charge of 
traffic for the Pennsylvania Railroad, died at his home in Homer 
oy Pa., October 4. He had been with the Pennsylvania since 


W. R. Elsey has been appointed mechanical engineer for 
the Pennsylvania Railroad at Philadelphia. He succeeds W. F. 
Kiesel, Jr., who retired after 48 years of service with the rail- 
road. H. B. Hilliker has been appointed superintendent of 
floating equipment, the position formerly held by Mr. Elsey. 

A. A. Ginsberg has been appointed assistant traffic manager 
for H. A. Gogarty, Inc., New York freight forwarders and cus- 
toms brokers. R. St. Peter has also joined the staff of the com- 
pany as assistant to T. J. Glosson, manager of the customs 
division. 

W. Herbert Maybaum has been appointed general passenger 
agent for the International Mercantile Marine Company at Los 
Angeles to succeed W. F. Ohlson, who died. 

J. L. Rothenstein, formerly connected with the forwarding 
firm of Brasch and Rothenstein of London and Hamburg, has 
joined the Baltic Shipping Co., New York. 


NIAGARA FRONTIER TRAFFIC LEAGUE ; 


The Niagara Frontier Industrial Traffic League will meet 
at the Buffalo Consistory, Buffalo, N. Y., October 12. F. M. 
Renshaw will report on the railroads’ proposal to continue 
emergency charges after January 1, 1937. He will also report 
as chairman of the special committee on constitution and by- 
laws. W. E. Beaver will report on grain transit privileges and 
E. A. Momberger on freight pick-up and delivery services. 
W. M. Dumas will report as chairman of the motor transpor- 
tation committee. There will be a discussion of motor car- 
rier loss and damage claims. 


HUNGERFORD ASKS EMPLOYE COOPERATION 


Asserting that the well-being of the country and of the 
Canadian National Railways were so closely related as to be 
inseparable, S. J. Hungerford, in assuming the office of chair- 
man of the board of the Canadian National, October 1, made 
a plea for cooperation among the employes of the railroad. 
The message was contained in a letter addressed to all em- 
ployes of the system. 

“T am confident that, through the joint efforts of the man- 
agement and staff, this railway system can be made of greater 
use and value to the nation and to every community which it 
serves,” he said. He said the railroad had gone through trying 
years but that it was now coming back and “the climb will be 
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faced the better in the light of lessons learned and the know]- 
edge that all in the organization are working in unity toward 
the goal of making the Canadian National System the great 
national asset that its potentialities indicate it to be.” 

In relinquishing his duties as chief of trustees of the rail- 
road, C. P. Fullerton, K. C., thanked the staff and employes of 
the railroad for their loyalty and service during the trusteeship. 
The board of trustees was dissolved by act of Parliament and 
its place taken by the board of directors of which Mr. Hunger- 
ford is chairman. 


RAILS AND COMMUNICATIONS 

Because of its greater flexibility and the fact it offers a 
more direct means of communication, the telephone is being 
used more than ever in the transmission of train orders, accord- 
ing to a report submitted at the annual convention of the tele- 
graph and telephone section of the Association of American 
Railroads this week in Washington. 

That the telephone is gradually supplanting the telegraph 
in train dispatching is shown by the fact that on January 1, 
1936, it was being used for the transmission of -train orders 
over 148,799 miles of road, or 63.53 per cent, while the tele- 
graph was being utilized only over 92,466 miles. 

This is a material change from conditions prevailing in 
1920 when the telephone was being used over 119,554 miles of 
road, or 48.5 per cent, while the telegraph was used over 
134,667 miles. 

The emergency service provided by amateur radio opera- 
tors in the Florida Labor Day hurricane a year ago was praised 
in a report submitted by the committee on research and de- 
velopment. The report recommended that the railroads con- 
sider the feasibility of arranging for the establishment of radio 
communication for use in emergencies when all other means 
of communication have failed. 


COTTON BELT ADDS FAST FREIGHT TRAIN 

The St. Louis-Southwestern has added the Motor Special 
to its list of fast freight trains. The train, which made its 
first trip leaving St. Louis at 2:30 p. m. October 8, will operate 
daily between that point and Los Angeles and other points on 
the Pacific coast. It will give seventh morning delivery at Los 
Angeles from automobile factories and other industrial plants 
in Ohio, Illinois, Iowa, Indiana, Michigan and Wisconsin, and 
third morning delivery from St. Louis to the Rio Grande Val- 
ley. The train will operate over the Cotton Belt from East 
St. Louis to Corsicana, Tex., and over the Southern Pacific 
beyond. 


NEW ILLINOIS CENTRAL MERCHANDISE TRAIN 


A new fast train was placed in merchandise freight serv- 
ice on the Illinois Central October 1. The train leaves Chicago 
daily at 7:45 p. m. Arrival is at Centralia, Ill., at 1:35 a. m. 
the first morning; Carbondale, Ill., 2:50 a. m.; Cairo, Ill., 4:05 
a. m.; Memphis, 8:35 a. m., and New Orleans, 4:00 a. m. the 
second morning. The new service advances the delivery of 
merchandise freight from Chicago in the south by a full day. 
The inaugural run of the train, October 1, included 29 car- 
loads. The speed of the train is made possible by a new 
arrangement for the transfer of waybills by telegraph. Pick- 
up and delivery of freight is available to shippers using the 
train. 


PRACTITIONERS’ CONVENTION 


Professor Isaiah Leo Sharfman, professor of economics in 
the University of Michigan, will deliver an address October 29 
at the seventh annual meeting of the Association of Practi- 
tioners before the Interstate Commerce Commission at the 
Mayflower Hotel, Washington, D. C., on the subject, “The Sig- 
nificance of the Interstate Commerce Commission as an Agency 
of Economic Control.” Professor Sharfman, according to the 
association, has spent more than ten years in making a study 
of the Commission in preparing his work, “The Interstate Com- 
merce Commission.” 


CLEARING CARLOADINGS UP 
Carloadings in the Clearing Industrial District, Chicago, for 
the first nine months of 1936 increased 24 per cent over the 
same period in 1935. The figure this year was 59,060 as com- 
pared with 47,752 in 1935. The figures for the third quarter 
were 22,500 and 18,500 respectively, a gain of 21 per cent. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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OUSTON 


Regular, dependable steamship services 
from and to every part of the world 
make Houston the logical gateway for 
import, export and coastwise traffic. 


Augmented by 18 Railroads to rush 


your products to and from PORT 
HOUSTON'S wharves, swift transporta- 


tion to destination is assured. 


When making purchases insist on quo- 
tations for delivery via PORT 
HOUSTON. We will gladly furnish 


ocean or Freight rates, handling and 


customs entry charges upon request. 


J. Russell Wait 
Director of the Port 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albeny, New York, Philadelphia, Baltimore, Norfolk, 
Newport News Sevenach, Seckecevie,Cteba 


See Deve, Lov Ansel, Sn fecce, Oxkand, Solio, Sacer, 
‘ ortland, Seattle and Tecome 


DAWNIC STEAMSHIP CORP. 
17 Battery Place, New York 
Chicego—327 S. LeSalle St. 
Scveanah—Coton Enchone Bd 
Jacksonville—P. O. Box 
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Docket of the Commission 


NOTE—iItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. Néw assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel. 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


October 12—Toledo, O.—New Secor—Joint Board 57: 
BMC 50402—Application of Ferdinand Liszi, Toledo, O., to operate as 
contract carrier. 


October 12—Little Rock, Ark.—Hotel Marion—Examiner Peyser and 
Joint Board 35: 
BMC 59239—Application of W. F. Couch, Junctiom City, Ark., to op- 
erate as contract carrier and extend present operation. 


October 12—Washington, D. C.—Examiner Prichard: 
Finance 11264—Application of B. & O. to abandon part of line of 
railroad and to acquire interest and ownership in, and to operate 
over other lines in Tuscarawas county, Ohio. 


October 12—Houston, Tex.—Ben Milam Hotel—Joint Board 152: 
BMC 1210—Application of Ozark Motor Line, Dallas, Tex., to operate 
as common carrier. 


October 12—Houston, Tex.—Ben Milam Hotel—Examiner Booth: 
BMC 2960—Application of D. A. Beard Truck Lines Co., Inc., Hous- 
ton, Tex., to operate as common carrier. 
October 12 and 13—Bismarck, N. D.—Capitol Bldg.—Joint Boards 24, 
143 and 84: 
BMC 50221—Application of Erickson & Miller, Minot, N. D., to op- 
erate as contract carrier. 
BMC 50412—Application of John V. Kuhn, Richardton, N. D., to 
operate as common carrier. 
BMC 3188—Application of City Dray Line, Medina, N. D., to operate 
as common carrier and extend present operation. 


October 13—Atlanta, Ga.—U. S. Court Room—W. A. Hill: 
Ex Parte BMC 1—Rules and regulations governing settlement of 
rates and charges by motor common and contract carriers. 


October 13—New York, N. Y.—Hotel Pennsylvania—Commissioner Por- 
ter and Examiner Trezise: 
27365—F reight forwarding investigation. 


October 13—Dayton, O.—U. S. Court Rooms—Examiner Johnston: 
BMC 50487—Application of Roy Michael, Dayton, O., to operate as 
common carrier. 


October 13—Houston, Tex.—Ben Milam Hotel—Joint board 32: 
BMC 33023—<Application of R. L. Surles Motor Freight Line, Hous- 
ton, Tex., to operate as contract carrier. 
BMC 37163—Application of Tips, Heath & Co., Houston, Tex., to 
operate as common carrier. 


October 13—Washington, D. C.—Examiners Glover and Valentine: 
Fourth Section Application 16479—Burlap bagging, C. L., from Nor- 
folk and Newport News, Va., and Charleston, S. C., to Wilming- 
ton, N. C. 


October 14—Chicago, Ill—Sherman Hotel—Examiner Taylor: 
13535 et al.—Consolidated Southwestern Cases. 
27401— Wrought pipe and fittings. 
13800—J. A. Waldrep et al. vs. A. T. & S. F. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. et al. 
14416—Little Rock Bd. of Commerce vs. A. & S. et al. 
15463—-St. Louis C. of C. et al. vs. A. & R. et al. 
1. & S. 3130—Southwestern rates. 
|. & S. Nos. 2097 and 2271—Rates to southwestern destinations. 
Fourth Section Applications or Portions of Appl. Nos. 462, 565, 634, 
700, 701, 999, 1005, 4486, 4487, 4491, 4648, 12442, 12446, 12524, 12543 
and 12555. 
October 14—Washington, D. C.—Argument: 
27135—Hanna Manufacturing Co. vs. A. C. L. et al. 
27208—Hendrix Mill & Lumber Co. et al. vs. S. A. L. et al. 


October 14—Washington, D. C.—Examiner Harris: 
Fourth Section Applications 16414 and 16415—Petroleum products 
from South Atlantic and Florida ports—Filed by J. E. Tilford. 
October 14—Washington, D. C.—Examiner Harris: 
* Fourth Section Application 16517—Gasoline, from Mobile Ala., and 
Pensacola, Fla., to pts. in Ala., Fla., Ga., and Miss. 


October 14—Omaha, Neb.—Hotel Paxton—Joint Board 138 and 93: 
BMC 50703—Application of Greene's Transfer, Missouri Valley, Ia., 
to operate as common carrier. 
BMC 50898—Application of L. W. Zentmire, Rushville, Neb., to op- 
erate as common carrier. 


October 14—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 
BMC 32528—Application of Union City Transfer, Beaumont, Tex., 
to operate as common carrier. 


October 14—Sioux City, Ia.—Warrior Hotel—Examiner Higgins: 
BMC-F 65—Dougherty Storage & Van Co.—Purchase of Bell Transfer, 
Inc. 
October 15—Washington, D. C.—Argument: 
27171—Johnson Cash-Way Lumber Co. et al. vs. U. P. R. R. 
27463—Emergency freight charges within North Carolina. 
October 15—Lincoln, Neb.—Hotel Cornhusker—Joint Boards 19 and 93: 


BMC 50012—Application of Diehl Transport, Bassett, Neb., to operate 
as contract carrier. 
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BMC 50246—Application of Frei Transport Co., Grand Island, Neb., 
to operate as contract carrier. 

BMC 50674—Application of Scheerger Transport Co., 
Neb., to operate as contract c4rrier. 


Battle Creek, 


October 15—Cincinnati, O.—Netherland Plaza—Joint Board 60: 


BMC 86132—Application of Meizlish Corporation, Middletown, O., 
to operate as contract carrier. 


October 15—Roanoke, Va.—Patrick Henry Hotel—Examiner Worth- 
ington: 
27405—Columbian Paper Co. vs. N. & W. et al. 
27476—Columbian Paper Co. vs. B. & O. et al. 


October 15—St. Paul, Minn.—Minn. Comm.—Joint Board 24: 

BMC 50615—Application of Raymond Bros. Motor Transportation, 
Inc., St. Cloud, Minn., to extend operation as contract carrier. 
BMC 66788—Application of Raymond Bros. Motor Transportation, 
Inc., St. Cloud, Minn., to operate as common carrier. 
October 15—Houston, Tex.—Ben Milam Hotel—Joint Board 16: 
BMC 40179—Application of Rapid Transit Co., Dallas, Tex., 

erate as common carrier. 
BMC 80415—Application of Arthur E. McDonald, Waxahachie, Tex., 
to operate as common carrier. 


to op- 


NEw YORK, 
BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO anp ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
end MEXICO (trenshipment at CRISTOBAL) 
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Chieage...... it — ten St. St. Joha, N. B....H. E. Kane & _ 
San Franeiseo.. aon Street London, Eng..Caribbean 8.8. Agency. 
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Chicago MOTOR EXPRESS Louisville, Ky. 
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Connecting lines ong & all points in Kentucky, Tennessee, 
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October 15—Memphis, Tenn.—Peabody Hotel—Examiner Peyser and 
Joint Board 154: , 
BMC 44613—Application of Mo-Ark Coach Lines, Inc., Springfield, 
Mo., to operate as common carrier. 
BMC 50498—Application of Mo-Ark Coach Lines, Inc., 
Mo., to extend present operation. 


October 15—Hartford, Conn.—U. S. Court Rooms—Joint Board 134: 
BMC 50856—Application of J. J. & E. D. Wellspeak, Hartford, Conn., 
to operate as common carrier. 


October 15—Sioux City, Ia.—Warrior Hotel—Examiner Higgins: 
BMC-F 104—W. Wilson—Acquisition of Flamming Motor Express. 
BMC-F 105—Flamming Motor Express, Inc.—Purchase of certificates 

and permits of Vernon C. VanDerhule and Lease of certificates of 
Wilson Transportation Co. 


October 16—Washington, D. C.—Argument: 
27201—Swindell Bros., Inc., vs. B. & O. 
27222—-Shenango Pottery Co. vs. B. & O. et al. 
27233 and Subs. 1 and 2—National Bronze & Alum. Fdy. Co. vs. C 
B. & Q. et al. 
27263—Cleveland Twist Drill Co. vs. C. B. & Q. et al. 
27265—A. H. Heisey & Co. vs. C. B. & Q. et al. 
27273—-S. Cheney & Son vs. N. Y. C. et al. 
27278 and Sub. 1—Mechanics Iron Fdy. Co. vs. P. R. R. et al. 
27280—Eclipse Machine Co. vs. C. R. I. & P. et al. 
27287—-Empire Fdy. Co., Inc., vs. D. & H. et al. 
27296—-Federal Bearings Co., Inc., vs. C. R. I. & P. et al. 
27299—H. B. Smith Co. vs. B. & M. et al. 
27300—Saco-Lowell Shops et al. vs. B. & M. 
October 16—Lincoln, Neb.—Hotel Cornhusker—Joint Board 19: 
BMC 50577—Application of Penn-Continent Corp., Lincoln, Neb., to 
operate as contract carrier. 
BMC 50680—Application of Theo. Schroetlin, Sutton, Neb., to operate 
as contract carrier. 


October 16—Cincinnati, O.—Netherland Plaza—Joint Board 37: 
BMC 50495—Application of Cold Spring Bus Co., Cold Spring, Ky., 
to operate as common carrier. ; 
October 16—Washington, D. C.—Examiner Molster: 
Finance 11305—Application of St. L. S. F. & T. authorizing operation 
over line of Ft. W. & R. G. 
Finance 11344—Joint application of A. T. & S. F., St. L. S. F. & T. 
and G. C. & S. F. to acquire lines of railroad in Texas. 


October 16—St. Paul, Minn.—Minn. Comm.—Joint Boards 24 and 145: 
BMC 29601—Application of Southwestern Stages, Mankato, Minn., 
to operate as common carrier and extend present operation. 


October 16—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
BMC 8035—Application of Coleman Bros. Transfer Co., Dallas, Tex., 
to operate as common carrier. 
BMC 15324—Application of W. B. Keel, Elgin, Tex., to operate as 
common carrier. 


October 16—Indianapolis, Ind.—U. S. Court Room—Joint Board 1: 
* MC-F 102—Daum Over-Nite Express—Purchase of Louisville & In- 
dianapolis Transit Co. 


Springfield, 


October 17—Washington, D. C.—Argument: 
27254—-Hudson County Coal Dealers’ Assn. vs. 
Jersey et al. 


October 17—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
BMC 457—Application of Big State Trucking Co., Houston, Tex., to 
operate as contract carrier. 


October 17—Peoria, Ill.—U. S. Court Room—Examiner Raley: 
* MC-F 97—Santa Fe Trails of Illinois, Inc.—Acquisition of control of 
Peoria-Rockford Bus Co. 


October 17—Peoria, Ill.—U. S. Court Room—Joint Board 160: 
* MC-F 116—Santa Fe Trails of Ill., Inc.—Purchase of property, etc., 
of Central Illinois Bus Co. 


October 19—Chicago, ifi.—Hotel Sherman—J. E. Davey: 
* MC-F 77—Keeshin Motor Express Co., Inc. (Ill.)—Leases of property 
certificates, etc., of Keeshin Motor Express, Inc., and others. 


October 19—Galveston, Tex.—Hotel Galvez—Examiner Taylor: 
13535 et al.—Consolidated Southwestern Cases. 
27401—Wrought pipe and fittings. 
13800—J. A. Waldrep et al. vs. A.°*T. & S. F. et al. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. et al. 
14416—Little Rock Bd. of Commerce vs. A. & S. et al. 
15463—-St. Louis C. of C. et al. vs. A. & R. et al. 
1. & S. 3130—Southwestern rates. 
1. & S. Nos. 2097 and 2271—Rates to southwestern destinations. 
Fourth Section Applications or Portions of Appl. Nos. 462, 565, 634, 
700, 701, 999, 1005, 4486, 4487, 4491, 4648, 12442, 12446, 12524, 12543 
and 12555. 
October 19—Washington, D. C.—Argument: 
27161 and Sub. Nos. 1 and 2—Swift & Co. et al. vs. A. C. & Y. et al. 
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PROFESSIONAL SERVICES DIRECTORY 


Attorneys at Law — |.C.C. Practitioners — Commercial Traffic Managers — Traffic Bureaus 


Attorneys at Law and Interstate Commerce Commission Practitioners 


Alphabetical Index 


(Listings are Arranged Geographically) 


H. C. Ames 
Charles E. Cotterill........... 


Washington. be c. 
Washington, D.C. 


Henry J. Saunders Washington, D. C 


T. P. Sca Chicago, Ill. 
Houston, Texas 


This Directory has been designed to provide 
shippers and carriers with a central source of 
information on practicing attorneys at law 
and |. C. C. practitioners equipped to handle 


cases before state commissions and 


Interstate Commerce Commission. It is 
published in the second issue of each month. 


(HARRY CY D. 
HARRY C. AMES 


) Successor to Keene & Ames 
Avarney at Law 
Formerly A and Examiner, I. C. C. 


Transportation 


WASHINGTON, D. C. 
H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Buildi ng, W agninanen, e a 


Oklahoma Cit 
Tulsa, Okia., 1503 E orminal Ag 


WASHINGTON, D. 


ode McLAUGHLIN 
Traffic Counselor 


1010 Earle Bidg., Washinaten. mt. 


-» Washington, D. C. 


WASHINGTON, D. C. 
GEORGE H. PARKER 
Attorney at Law, Consulting Accountant, 

Transportation Analyst 


510 Munsey Bldg. Washington, D. C. 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


Consulting Snotqees, eeeeene 
and Accountin 
Studies of Operating Coste onl aan Traffic 
644 Transportation Bldg. Washington, 


MIAMI, FLORIDA 
THOMAS E. GRADY 


Interstate Commerce Commission 
Practitioner and Statistician 


Special attention to matters before the 
Interstate Commerce mmission and 
other rate regulatory bodies 


SURVEYS AND ANALYSES 


Rail, Water and Motor Transportation. 
Electric, Gas and Water, Public Utilities 


Associates 
John A. O’Rourke 
A. C. Spires 
Interstate Commerce Commission 
Practitioners 


B. M. Grady, Statistician 


BISCAYNE BUILDING 
MIAMI, FLORIDA 


CHICAGO, ILL. 
EARL GIRARD 


Specializing in Motor Carrier traffic service, including 
permits, certificates, and all sae matters involved in 
the Motor Carrier Act of 193 


767 Milwaukee Ave., Chicago, Ill. Tel. Hay. 3585-6-8 


CHICAGO, ILL. 
T. P. SCANLAN 
..¢C.G Froctitionsr 


nd Tariff P: 
Member: Traffic Club of Chiseas. 2 =. Practitioners 
1608 Milwaukee Ave. Chicago, IIl. 


ST. LOUIS, MO. 
EDWARD A. HAID 


Attorney at Law 
Railread and meter carrier practice befere the commission 
1900 Bostmen’s Bank Bldg., St. Louis, Mo. 


NEW YORK, Nv. Y. 
CHARLES E. COTTERILL 


Attorney at Law 
Motor Carrier Regulation 


70 East 45th St. New York City 


CLEVELAND, OHIO 


G. H. DILLA 
I. C. C. Practitioner 
Specializing in Practice before the Commission 
3812 Superior Ave. Cleveland, Ohio 


HOUSTON, TEXAS 
JAMES J. SHAW 


Attorney at Lew 
Am. Bar Assn., Texas Bar capt 
1605 Sterling Building, Houston, Texas 


for your business friends to find your 
when yap y get gee 
someone to you. Print your card in the Guide. 


Commercial Traffic Managers and Traffic Bureaus 


Alphabetical Index 


Big Four Freight Traffic Assn Chicago, Ill. 
The Service Bureau Co. Cincinnati, Ohio 


—-—@---- 


Traffic managers will find this section of the 
Directory of material aid in getting outside 
assistance when pressed for time on special 
work, and in answering inquiries made of 
them by smaller shippers who wish to em- 
ploy specialists in traffic on a part-time basis. 


27194—New York Butchers Dressed Meat Co. vs. L. & N. et al. 
1. & S. 4215—Pebble lime from Bellefonte, Pa., 
October 19—Kansas City, Mo.—Chamber of Commerce—Joint Boards 


36 and 55: 


BMC 50142—Application of H. C. Bonham, Lathrop, Mo. 


BMC 50191—Application of Ray Danner, 
erate as contract carrier. 


BMC 50517—Application of Raymond Nedwed, Fostoria, Kan., to 


operate as contract carrier. 


CHICAGO, ILL. 
Big Four Freight Traffic Association 


Freight Auditors — Routing Control 
Tariff Compilers 


1608 Milwaukee Ave., Tel. Armitage 3470, Chicago, Ill. 


CINCINNATI, OHIO 


THE SERVICE BUREAU CO. 
A. G. Linnemann R. A. Eiticen 


TC. ol Rrsotideness 
Neave Building, Cincinnati, Ohio 


to Phoenix, N. J. 


Look in the Guide 


when you need outside assistance on any 
phase of traffic management or transporta- 
tion law, and when you are asked to 
recommend an attorney, practitioner, or 
commercial traffic manager in another city. 
It is the clearing house of information 
on professional services in the transpor- 
tation field. 


* BMC 50449—Application of George Masler, Windsor, N. Y., to operate 
as common carrier. 
* BMC 50460—Application of John L. McGory, Binghamton, N. Y., to 


operate as common carrier. 


October 19—Knoxville, Tenn.—U. S. Court Rooms—Examiner Binkley: 
Burlington, Kan., to Op- * BMC 50453—Application of Leach & Mays Transfer, Jellico, Tenn., 
to operate as contract carrier. 
October 19—Pittsburgh, Pa.—Federal Bldg.—Examiner Disque: 
1. & S. 4255—Chain or chain cable within official territory. 


BMC 50545—Application of Virgil L. Olson, Erie, Kan., to operate as 
common carrier. 
BMC 50690—Application of S. A. Shaffer, Gridley, Kan., to operate 
as contract carrier. 
October 19—Binghamton, N. Y.—U. S. Court Rooms—Examiner Dillon: 
* BMC 50269—Application of Donald E. Georgia, Deposit, N. Y., to 
operate as common carrier. 
* BMC 50373—Application of Ralph C. Leonard, Watkins Glen, N. Y., 
to operate as common carrier. 


October 19—Columbus, O.—State Office Bldg.—Joint Boards 61 and 15v: 
BMC 50280—Application of Russell H. Hearing, Columbus, O., to 
operate as contract carrier. 
BMC 50404—Application of T. B. Longshore, Coal Grove, O., to op- 
erate as contract carrier. 


October 19—Newark, N. J.—U. S. Court Rooms—Examiner Naftalin: 
BMC 50508—Application of Harold Mueller, Newark, N. J., to oper 
ate as contract carrier. 
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‘Rate Digging’’ Days are Over! 


ONCE 


it was a problem to get 

comparative rates into 48 

states..... NOWitisa 

matter of checking at a 
glance in 


CO-ORDINATED 
RATE GUIDE 


The subscriber list of CO-ORDINATED 
RATE GUIDE reads like the Blue-book of 
American industries. Companies, large and 
small, located in metropolises and hamlets, 
know what a money-saver—and a time-saver 
CO-ORDINATED RATE GUIDE really is! 
For checking freight bills quickly——-or as a 
source of information on truck companies—it 
is unequaled. To the pool-car shipper it 
offers comparative rates beyond the dis- 
tribution point. To any one who has any 
kind of a rate-checking problem this Guide is 


worth its weight in gold. Write for Circular. 





YEARLY 
PRICE 


ASSRSSSSHSSSSSSSSSSSES TASES SSTESESRSSSTS SSCS SH SSS ESR eeeeeeeeeeeeeseseseeeseeeseeseES, 


CONSOLIDATED GUIDE CORPORATION 
153 N. Michigan Ave. Tel.: Rand. 4567 Chicago, Illinois 


Please enter our order for one year’s subscription to Co-ordinated 
Rate Guide, to include two issues, and supplemental and 
advisory service. 





Firm Name...... 
Street....... 

Re ARs FOC es sce cbeksite: . Sas 
Ordered by 


ras ecu tare 
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No. sir? 
not a National Park. 
fall or winter tour to offer 


To tell the truth, the shorter the time we have anything to do with your freight the better you like it. In 
fact, thet is our stock in trade. 


We are sitting at the crossroads of the nation—at Peoria. Fourteen railroads (trunk lines) bring freight to us 

m every corner of the nation, destined for every other comer. Approximately 2500 cars of freight pass 
through our hands every day—and every day with us includes Sundays and holidays. No P. & P. U. rails 
get rusty under the cars. 


Many shippers all over the country are saving time in transit by routing their freight “via P. & P. U. Ry. 
and Peoria, Illinois”. The hours they save on the interchange at Peoria are multiplied several times over 
before their cars reach destination. 


The time we save at Peoria means earlier connections made at distant points. 


So that, and the fact that the trunk line connections at Peoria mean fewer interchanges in transit, is what we 
have to offer you when you route your shipments 


via P. & P. U. Ry. 


and Peoria, Illinois 
(The Gateway City) 


Write for further details to 
E. F. STOCK, Traffie Manager 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


2S 
ete Sige Se Ba 


ia ea Slate 


Switching service between: 
Peorie & Pekin Union Ry. Co. Chicago, Burlington & Quincy R. R. Illinols Central R. R. New York, Chicago & St. Louis 
a Chicege & lilincis Midland Ry. lilinols Terminal R. R. System *R. R. : 
Citenee'h Non Ween Png ae ey Wem Mincccpshe a he Lane n Sever eee a 
25 (Peoria & Eastern) “s me Toledo, Peorle & Western R. R. 
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YOURE 


H i 
b 





The eyes of your whole organization are upon you every time you get set 
to tackle a shipping job! For you’re the safety man and if you miss—per- 
mit loss and damage to get by—the game may be lost. There’s one sure 
way to avoid service failures—route via Chesapeake and Ohio. You'll get 
plenty of support from the railroad that has built a reputation on Safety 
First for freight as well as passengers. Sign up this aggregation of ship- 
ping specialists—call your nearest representative today! 
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Clears up the subject of Corrugated Containers 


Send This Coupon for Free Booklet That Will 
Help You in Your Buying. 


ConTAINER CoRPORATION OF AMERICA 

111 West Washington Street, Chicago, Ill. 

Gentlemen: Please send me a copy of ““The Corrugated 
Shipping Case." 


Name 





Position 








Company 
Address __ 








The Traffic World 


@ Makeshift, uncontrolled ‘‘tests’’ once passed on the 
strength and construction qualities of paperboard ship- 
ping cases. Today, in Concora mills and plants, the lab- 

oratory has the last word . . . always. Laboratory sci- 
entists work with accurate instruments to determine 
the ability of Concora shipping cases to do the jobs they 
are built for, to stand up under the handling they will 
receive. Tests are definite and sure. Paperboard 
standards are exact—and materials must measure up. 
This scientific back ground—from precise chemical 
formulae to final tests—puts Concora cases on a spec- 
ification basis. Ask our representative how this 
can help you solve your shipping problems—it has 
proved the answer for many of the country’s lead- 
ing shippers. 


CONTAINER CORPORATION OF AMERICA 
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TRAINING 


EXTS come to you in highly readable, inter- 

esting, non-technical, pocket-size manual form. 

In scope, the training covers the practical 
phases of management from first survey of field 
to the finest intricacies of rates, tariffs, agencies, 
services, I. C. C. practice, etc. ‘The text itself is 
the combined work of 175 outstanding traffic ex- 
perts and our own Research and Instruction 
Staffs—and embraces the major sections briefly 
outlined here: 


Organization and Management 


This section lays the foundation of your success- 
career—on the fundamentals or organizing, oper- 
ating and managing an industrial traffic depart- 
ment. You solve actual problems; investigate the 
sources and flows of traffic; learn how topography 
and climate affect transportation; study zoning for 
freight classification and rate-making purposes, 
and so on. 


Classifications, Rates and Tariffs 


How to classify freight—how to use classification 
rules—when to apply exceptions—how to distin- 
guish between differing rates and tariffs—how to 
handle numerous filing methods—how to check 
rates—prepare and file claims—coliect freight bills 
—handle car orders—bills of lading, etc. 


Transportation Agencies and Services 


Details of rail, water, express and highway trans- 
portation—industrial plant conveyance facilities— 
solving of problems involving use of various types 
of facilities—work with tariffs, classifications and 
documents—are all a part of this section. 


Transportation Law and Regulation 


Expert management demands full familiarity with 
transportation law, and this section initiates you 
into that phase of the subject. “Problem Method” 
training gives you experience in handling the 
problems of the commerce attorney. 


Rate Making and Rate Cases 


How to analyze freight rates—how to determine 
their status—how to construct freight rates— 
freight statistics, with graphs and charts as used 
in rate cases—what to do and say in hearings— 
how to compile briefs, and so on. 


Practice and Reference Material 


Thirty-five different items here include an invalua- 
ble Atlas of Traffic Maps, covering the various 
sections of the country; practice freight classi- 
fication and exceptions; practice tariffs and tar- 
iff guide; and numerous other technical and 
supplemental materials essential to a complete 
knowledge of modern traffic management. 


“DIRECTED KNOWLEDGE” 
Leads you direct toward 


TRAFFIC WORK 






FAMOUS banker, asked the reason for his success, said: “As a 

younger man, I supplemented the experience I got from my job 

with spare-time courses in banking and finance. I found these 
courses helped to ‘direct’ my knowledge—to keep me off detours that would 
have led nowhere.” 


In no field, perhaps, is there a greater need for “directed” knowledge than 
in Traffic. The field is so vast and so complex that even a wide, practical 
experience cannot completely equip a man to be a traffic expert in all its 
branches. The experience one gains as a tariff clerk, as a rate clerk, as a 
shipping clerk, as a station agent, as a solicitor, or in any of the other posi- 
tions in the traffic field, is necessarily limited. For a complete, sound and 
broad understanding of Traffic, as a whole, that experience must be 
augmented—filled out—with directed study. 


Studying on “one’s own,” however, is not enough. There are too many 
detours that lead nowhere. A guide is necessary to lead a traffic worker 
through the maze of perplexing problems of the transportation field. 
Today—such a guide is available to the traffic worker—the same guide 
that has directed the knowledge of many of the leading traffic executives 
in the United States. That guide is the La Salle Training Program in 
Trafic Management. 


La Salle Traffic Management Training has been termed the most sound and 
comprehensive training available today to traffic workers. It is a unique 
program—conceived to direct the knowledge of traffic men and women who 
seek a sound, factual education in traffic work. It is based upon the 
principles and experiences of 175 of America’s foremost men in Traffic, 
who have themselves collaborated with or written the text of the course. 
From the first to the final assignment, the student’s knowledge is directed 
by an Instruction Staff that constantly supervises, comments, counsels, 
and criticizes the work of the student. 


“? 
Briefly outlined at the left is the extent and content of the training 
La Salle provides in Traffic Management. A casual reading of it will 
indicate how complete and thorough is its scope and how definite its 
objectives. 


If you are now in any phase of traffic work and are ambitious to get farther 
ahead—if you feel the need of directed knowledge—if you hope this train- 
ing, devised by eminent experts in the traffic field, can be of help to you 


_ —write us for further information about it. At your request we will send 


you complete information without any obligation. 


LaSalle 
Extension University 


Dept. 1095-TR Chicago 


Kindly send me, free of all cost or obligation, your 64-page 
illustrated booklet, “The World of Transportation Could Not Op- 
erate Successfully Without Traffic Management,” and full facts 
about your training for larger success in that field. 
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strategically located 
for efficient 

distribution of 
merchandise 


As the largest operators of 
public warehouses in Phila- 
delphia we are equipped 
to render economical and 
highly efficient service in- 
cident to the handling of flour, dried 
fruits, canned goods, cereals, soaps, 
glycerine, wool, cotton, newsprint, furni- 
ture, hay, straw, feed and all classes of 
package freight. Liberal advances may 
be had on stored goods. 

The various warehouses are conveni- 
ently located throughout the city and 
contain 2,100,000 square feet of excel- 


la 


| a 
Warehouses 


lent storage space. The buildings are of 
modern steel and concrete construction 
completely equipped with sprinkler sys- 
tems to provide low insurance rates. All 
properties are served by Pennsylvania 
Railroad sidings. 

Write for illustrated booklet which 


describes in detail the facilities of 
each individual warehouse. 


Western Representative: RICHARD D. JONES, Western Traffic Manager, 1646 Transportation Building, Chicago, IIl. 


MloschontMemshencels 


IO CHESTNUT ST. | PHILADELPHIA, PA. 


HARVEY C.MILLER pres. 


=" A.BUCKEY tatt. 
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Doc. Steebetraps BULLETIN | nf tN... 


more efficient 


EDITED BY ACME STEEL COMPANY Shipping packages 


General Offices: 2844 Archer Avenue, Chicago 7 Branches and Sales Offices in Principal Cities 
Ae SN nT RE I TS 


I’ve Cured Package “Ills” for Products Ranging 
from Foods to Furnaces ... Textiles to Toys 


VERY now and then I come across a shipper who says “Yes, but 
my product is different. Acme Steelstrap doesn’t apply in this case.” 





Often, I’ve had actual experience with shipping containers for similar if 
not for the same kind of product. 


Frequently, I can take “Out-of-condition” shipping packages and pre- 
scribe treatment which results in a trim, ship-shape unit and reduces 
costs for the shipper. 


No matter what or how you ship. No matter whether you use wood 
or fibre boxes, crates, bundles, bales—or no container—let me check it 
at my expense. I’ve cured hidden “ailments” for almost every kind of 
product you can imagine. Write me today for a free package “health 
course.” I'll also send you my 16-page Strap-Book. 





Doc. Steebstrap 















Fidelity Storage Company 


1420 U Street N. W., Washington, D. C. 
*“‘We have moved as 


Sa ys «== many as 5,000 stan- 
dard four-drawer 

files on large jobs and find the use of Acme 
Steelstrap not only a timesaver but a sure 
way of preventing spilling of the contents. 
‘During a recent moving a cabinet was 
upset before our man had Steelstrapped it, 
and the contents were scattered. It took a 
file clerk ten days to rearrange the contents.”’ 


This is indeed an interesting application of 


NEW YORK CITY, N. Y. 
Valuable fur pelts now shipped 
in wood cases (total weight 350 
lbs.) reinforced with two Acme 
Steelstrap bands. 


DETROIT, MICH. 
Shipper bundles tie plates with 


MORE AND MORE 
PROTECTION 





: ’ ; ; Acme Steelstrap. 
the abilities of Acme Steelstrap. This firm a oct Soa ge ite apres 5 
specializes in moving valuable files and equip- ing wheels, wrapped in corrugated fibre- VANCOUVER, B. C. ‘ 
ment for big com- board inside the wood box. Contents were Plywood shipped in bundles 


panies. With precision in A-1 shape. The package has three rein- 


:° and dispatch they not forcements of Acme Steelstrap. Careful at sins Fe pet nae — 
only tie each tier of checking showed a slight bowing out of eelstrapped for economy an 
il file drawers against the box sides. We recommended another safe arrival. 
) spilling and loss, but style box for additional rigidity, greater 
Oo they seal them to pre- ease and safety of handling. Why not let KNOXVILLE, TENN. 
vent undetected pil- me check your present shipping package? Motor transport firm re-coopers 
ferage. What do you Often just a slight improvement can mean damaged packages with Acme 
ship or handle? Let a lot in money and inconvenience saved. Steelstra 
me work with you to There’s no charge for my package clinic. ° P- 
see if Acme Steelstrap e ® MILWAUKEE wis 
will save you money Biggest Advance in Truck ke ae 
by lowering freight ne utomobile radiators reach 
charges and prevent- or Carload Shipping ee Detroit car makers in Acme 


ing damage. No Steelstrapped cartons. 


Ill. obligation. Both Acme Skid-Load and Acme Unit- 
Load are saving thousands of dollars for * A Few of Many Recent Acme 
shippers every month. Skid-Load, where Steelstrap jobs. 
the product is secured to non-returnable 


wood skids, means faster, lower-cost hand- 


ling—easier warehousing. MEMO 


Dear Doc.—Please prescribe for 
us. No obligation. 





Unit-Load band holds the load together, 
yet allows slight movement to reduce 
shock. It cuts bracing costs by a big figure 
compared to other methods. Send today ON iar rsiniacionigioninepesscipiemiuieniaaii 
for booklets detailing these two important aes OF Seams epee 

factors in shipping almost every kind 
of product. 









PIN- THIS MEMO TO YOUR LETTERHEAD AND MAIL TO DOC. STEELSTRAP with ScéF,SzEF comeany 
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WATER-SIDE 
.. STORAGE 


with Direct Transfer of Freight 
from Rail to Ship and Ship to Rail 


THIs is one of the most advantageously located shipping 
centers in the Middle Atlantic States, with unexcelled 
carrier connections . . . water, rail, highway, air .. . to 
every part of the country. 

Newly enlarged facilities . . . both space and equipment 
. . . have just been added . . . to meet the increased de- 
mands of shippers, distributors and steamship companies. 
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ECONOMICAL 
EXPEDITIOUS 
HANDLING 


The most modern me- 

chanical equipment is 

provided for prompt ser- 

vice at the lowest cost... 

3—25-ton locomotive Gantry 
cranes. 

1—5-ton electric Gantry 
crane. 


1—15-ton gasoline crawler 
crane. 


1—Gas-electric lift truck. 
5— Motorized lumber carriers. 


1—30-ton truck scale. 
Portable conveyors. 
Platform scales... and all 


This important terminal now provides more than 1,000,000 other meeded equipment. 


square feet of open and enclosed space for merchandise of 
every kind. . . bulk or package goods. . . and includes one 
of the finest distribution yards in the East. 

Situated on the 35-foot Delaware Ship Channel, with 
more than 2,000 feet of berthing space, ample accommoda- 
tion is provided for several ocean-going vessels to load or 
discharge at the same time. Regular intercoastal, coast- 
wise and foreign sailings are maintained. 

Rail facilities . .. more than a mile of sidings (connect- 
ing with Pennsylvania and Penna.-Reading Seashore 
Lines) . . . are sufficient for all needs, and leading trucking 
companies constantly arrive and depart over the network 
of South Jersey highways, which center in Camden. 


£ 


Special Services 
for Ships 


Direct telephone connections 
are made with all ships berthing. 
Flood lights are supplied for 
loading and unloading at night. 
Fresh, artesian well water is 
available at a nominal charge. 


Te hie ee ee 
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go ye it 
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Write for detailed information and tariffs. 


CAMDEN 


operareo sy SOUTH JERSEY Port COMMISSION 
J. Alex Crothers, Genera/ Manager 


NEW JERSEY 
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ALL AMERICA 
HAILED THE 
HIAWATHA! 


STRGAGRGAE, & We Scan, _ 


Now we offer the new and even finer 


Hiawatha. of 1937 


NOW IN SERVICE 


Again the standards of de luxe rail ground for perfecting the technique 
travel are stepped up! The 1937 of train design. As a result, it has 
HIAWATHA offers new silence and been possible to make the 1937 
riding ease...new graciousness and HIAWATHA a brilliant example of all 
beauty... new roominess and com- that is new, different and better in 
fort...new convenience initssuperb a host of vital details—seating 
appointmentsforluxurioustraveling. arrangements, air-conditioning, din- 

The record-breaking volume of ing facilities, illumination, disposal 
traffic carried by the original Hia- of luggage, elimination of dust, 
watha provided a unique proving decorative details and many more. 


Dining Car 


DINING CAR: is now located be- CHICAGO e MILWAUKEE 
tween the parlor car and coaches, 


Seats for 48, and a menu featuring = ST. PAUL ° MINNEAPOLIS 


delici oderate priced ls 
on weary = a oe _\ NOTHING FASTER ON RAILS 


carte service. j between Chicago and the Twin Cities 


NO CHANGE IN SCHEDULE 


Central Time Central Time 
ead Down Read Up 


NEW PARLOR CARS: (right) with 
observation lounge and luxurious 
drawing room. The -photograph 
shows the observation end of the 
1937 Beaver Tail that suggests the 
roominess of the train. Over the Only Double-tracked Route 


NO EXTRA FARE! 


TIP TOP TAP IS MORE ROOMY: (lower left). Now in 
a car of its own. Seats for fortyin modern setting. Bev- 
erages of all kinds and light luncheons are served. 


IMPROVED ALL-LUXURY COACHES: (right). Over- 
stuffed seats of a new type with individually reclining 
backs. Luggage may be stowed under seats. Racks and 
lockers afford extra storage space. Lounging rooms 
for men and women. 


Geo. B. Haynes, Passenger Trattic Manager W. B. Dixon, General Passenger Agent 
Chicago, 


The MILWAUKEE ROAD 





' 
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NEW YORKS 
DISTRIBUTING 
CENTER 


7 


p 


NEW HAVEN pre. 
HARLEM RIVER TERMINAL 


at 132nd Street is DIRECTLY UNDER THE BRONX op All_Ralll Lines to and from 
APPROACH TO THE NEW TRIBOROUGH BRIDGES, North connect with the New 
and a stone's throw from the Manhattan approach. a ee 


These new highway bridges completed in July parallel the great Hell Gate 
Bridge route, over which New Haven trains operate, and bring Long Island, 
Brooklyn and Manhattan within easy access of the New Haven’s Terminal at 
Harlem River. New Jersey via George Washington Bridge and Westchester 
County are also readily reached. 


Land available for warehouse and industrial construction. 
Specify NEW HAVEN RAILROAD routing on your New York area shipments. 


For further information address 


J. E. REDMAN, General Traffic Agent 
Pier 14, North River, New York City 


or any Traffic Representative of 


THENEW HAVENR. R. 























, No. 16 
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HEDGER 


Barge Service 
between 


New York and the Great Lakes Ports 


A word of appreciation 
for over half a million | 
tons of freight 


Over half a million tons of freight carried by the 
W. E. Hedger Transportation Corporation in the 1936 
season represents to us a most satisfactory volume of 
business. It is particularly pleasing because we assume 
that, in order to attain that tonnage, our efforts to 
provide a proper service to shippers must have been 


along the right lines. Certainly our thanks*go to those 


n 
d 
w 
e 


shippers whose business made that record possible. 


W. E. HEDGER 


TRANSPORTATION CORPORATION 


(Bonded Carrier) 


120 Wall St., New York City 


Chamber of Commerce Bldg. 268 Market St. 
Buffalo, N. Y. San Francisco, Cal. 


| 
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« For Pick Up and Delivery Service 
* For Smoother Roadbed 
’ £0 
For Faster Schedules 
fall y. ° 
For Equipment 


The Frisco Freight Fleet is the last word in 
modern equipment—constantly renewed and 
rigidly maintained. And the famous Frisco 
roadbed is a speedway on which powerful loco- 
motives and new type cars can—and do—break 
records. Add the alert Frisco personnel—and 
you have the combination which makes Frisco 
First. Next time—no matter how large or how 
small your shipment—specify Frisco Faster 
Freight 


J. R. COULTER 
General Traffic Manager 
ST. LOUIS, MO. 


Frisco Fasrer FreiGuT 





a oe 
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CHICAGO—TORONTO—MONTREAL—NEW YORK 


CHICAGO - TORONTO - MONTREAL CHICAGO-PHILADELPHIA-NEW YORK 
Lv. CHICAGO (Dearborn Sta.) { 10: = pr ta . CHICAGO (Dearborn Sta. | 10:30AM (C.S.T.) 
Daily... | 11:30 on the ‘‘Maple Leaf” Daily. . = AM_ (Chicago Time) 
Ar. SOUTH BEND 12:30 PM 0 PM 


. LONDON, ONT. 
Ar. BATTLE CREEK : ; ILTON 
Ar. LANSING , HAMILTO 


: . ST. CATHARINES 
Ar. DURAND : . NIAGARA FALLS, N. Y. 
Ar. DETROIT : . ALLENTOWN 
. BETHLEHEM 
Ar. PHILADELPHIA .. 9:20 AM 


. EASTON 
. NEWARK 13 AM 
Ar. MONTREAL 7 - (EST) . NEW YORK (Penn. Sta.).. "9 :30 AM (ES.T.) 


wt we Through air conditioned dintes car, Chicago, New 
Soleriam Perler | Gon sientins Core Dining Car York. Air Conditioned Dining Car 


THROUGH COACHES — CHICAGO — TORONTO — NEW YORK 


NEW DAILY TRAIN—Leave Chicago (Dearborn Station) 9:00 a. m. (C.S.T.), 10:00 a. m. 


(Chicago Time) for Valparaiso, South Bend, Battle Creek, Lansing, Flint, Port Huron, Toronto 
and intermediate stations. 


ADDITIONAL SERVICE TO EASTERN CANADA 


The International Limited leaves Chicago at 8:00 PM Daily 
The Inter-City Limited leaves Chicago at 11:00 PM Daily 


Ask about all-expense cruises to the West Indies 


C. W. Johnston, General Passenger Traffic Manager A. A. Gardiner, Ass’t Gen’! Passenger Traffic Manager 
MONTREAL MONTREAL 


A. B. Chown, Passenger Traffic Manager 
105 West Adams Street 
Chicago, Illinois 


GRAND TRUNK-CANADIAN NATIONAL 
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Delays are Costly - Next 
Time Ship it KATY / 


FAST DEPENDABLE FREIGHT SERVICE 
Through 


OKLAHOMA-TEXAS 


PARSONS 2) | 


corrervut(ann 


The Katy Komet 


‘FAST, OVERNIGHT INTER-CITY 
FREIGHT SERVICE FOR TEXAS 


PASSENGER 
TRAINS 
featuring The Katy Komet’s fast, 


TEXAS overnight service in 


connection with Katy’s 

SPECIAL free pick-up and de- 
with livery service gives 
Texas shippers the 

Table D‘hote maximum in Freight 
Meals Service. Only 12 hours 

and DeLuxe enroute between the 
AIR- a cities of oe 
veston and the ma- 

CONDITIONED jor distributing centers 
DINING CARS of Dallas, Fort Worth, 
LOUNGE CARS San Antonio. Corre- 
spondingly fast service 

to intermediate poiats. 


‘ 
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Chicago and Eastern Illinois 


Railway Company 





The Dixieland, operating on the fastest 
over-night schedule between Chicago and 
Florida, will be inaugurated three weeks 
earlier this season than last, i.e., on Decem- 
ber 10, 1936, the initial run leaving Chi- 
cago 9:40 A.M., arriving Jacksonville at 
10:40 next morning. The other Dixie Fleet 
CE trains will continue to provide fast, conven- 
ient passenger service between Chicago and 


the South and Southeast. 


AS 


AS Modern, air conditioned, fast passenger 
trains are also operated day and night 
between Chicago and St. Louis, connecting 


with through trains to and from the 


iT 
Southwest. 
C&EI also continues to maintain unex- 
celled, time-saving, daily through freight 
, service between Chicago and the South- 


east, South and Southwest. Pick-up and 





delivery, of course. 


DO YOU KNOW 


that the railroads haul a ton 
of freight a mile for an average 
revenue of less than a cent? 


—that the speed of freight 
trains bas been stepped up 
43% in recent years? 


—that by increasing the effi- 
ciency of combustion the rail- 
roads have cut fuel costs a 
half billion dollars in the past 
ten years? 


—that 45 cents of every dol- 
lar the raitroads take in go 
for railroad payrolis? 


—that the railroads maintain 
their own "'highways’’—a 
quarter of a million miles of 
"*hine’’ ? 

—that many railroads will 
carry your automobile to 


vacation spots for the price 
of a third ticket? 


—that you are far safer on a 
railroad train than you are in 
your own home? 


SAFETY FIRST- 
friendliness Tor! 


GO PLACES-NOW-BY TRAIN 


Railroad fares throughout the 
United States have been reduced 
as much as 44%, and Pullman 
charges are one-third less, with 
no surcharge. \ 
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S aw IS—in the speed, comfort, safety 
and dependability of the modern 
American railroad train — something for 


each traveler especially to enjoy. 


You can do the thing you /ike to do, while 


you ride, almost with the same freedom 


PAGE 713 
tances with the minimum of exertion, 
the maximum of ease. You know that 
whatever the weather or the route or the 


season, security and friendly service will 


attend you. 


These benefits of railroad travel have be- 


and peace of mind that you wouldhavein come so familiar they are taken for granted. 


your own home. What may not be so 


ae ae Se familiar, unless you 


WEATHER AS YOU LIKE ig 
Railroad research tackled the nadie of 
air-conditioning more than twenty years 
ago, when a few dining cars were supplied 
with washed air. By 1930, cooled dining 
cars were introduced. Today more than 
4,000 Pullman cars and 3,000 other cars 
provide the supreme comfort of air-con- 
ditioning — cool, clean, quiet, regardless of the weather 
- outside. Research in air-conditioning is 
still going on, as it is in other varied proj- 
ects such as Equipment Design, Combus- 
tion, Wood Preservation, Water Softening, 
Metal Alloys, Signals, Brakes and Rails. 
In these and in countless other activities 
of the railroads — 


PIONEERING STILL GOES ON! 


you start out have traveled by train 


that you will lately, is the extent 


get there on of the improvements 
schedule. You know made and the new 
you will cover dis- features added in re- 


cent years. 


So next time you 
have a trip to make 
—and want to make 
it in the pleasantest way possible— go by 


train and see for yourself. 


See how faster schedules,modern equipment, 


ait-conditioning, and billions put into heav- 
ier rails, safety signals and roadway main- 
tenance, are keeping the American railroads 
out in front as the most reliable and pro- 


gressive transportation system in the world! 


Transportation Building, Washington, D. C. 
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I AM ONE YEAR OLD 


Vol. LVIII, No. 16 


This is me, The Overnight, driving through the yard at Los Angeles on my way to the freight station. The clock says ’'m on time as usual. 


We stood at the freight shed 
at Los Angeles and waited 
among the empties and the 
coughing switchers. At ex- 
actly 8:10 she thundered in 
and groaned to a stop. We 
trotted over. 


“Are you The Overnight?” we asked. 


“You bet,” said the engine as it took a few long breaths. 3 


“Well,” we said, ‘‘you’re one year old this month. Have 
you got a statement for TRAFFIC WORLD?” 

“Hmmm,” said The Overnight, ‘I may be only one year 
old, but I’m the fastest freight train in the west. I’m so fast 
they have to telegraph the waybills to get ‘em here ahead 
of me. And I’m about twice as big as when I started.” 


“Please answer this question,” we said, ‘to what do you 


attribute your amazing growth? That’s what hundreds of 
shippers all over California want to know.” 

“Just this: I take LCL merchandise at San Francisco or 
Oakland stations after regular closing hours and get it 
to Los Angeles (nearly 500 miles, mind you) the next 
morning. I do the same thing northbound. And pickup 
and delivery service is included. Furthermore,” the train 
said modestly, “you can tell TRAFFIC WORLD readers 
that I'm figuring on getting bigger every year.” 

“Many happy returns,” we said. 

The Overnight, our one year old merchandise freight 
service between San Francisco and Los Angeles, is just 
one example of what Southern Pacific is doing to keep 
in step with shippers’ requirements. If you have a freight 
problem, we'd be glad to have 
you call us for a conference. 


A Coast-to-Coast Transportation Service 





